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FRIDAY, MAY 31, 1878. 


Tests of Passenger Locomotives on the Chillan 
& Talcahuano Railroad. 





{A paper by John E. Martin, Master Mechanic of the Chillan & 
Talcahuano Railroad, contributed to the Committee on Loco- 
motive Tests of the Master Mechanics’ Association, and sub- 
mitted with their report at the convention in Richmond. Va., 
May 16, 1878.] 

Concepcton, Chile, 8. A., March, 1878. 

To the Committee of Locomotive Tests, Master Mechanics 

Association: — | 

GENTLEMEN: [| propose writing in the following paper the 
result of observations and experiments made on the passen- 
ger engines of this railway, and wish to show, by the aid of 
the indicator, what is the most proper arrangement of the 
details governing the economical] distribution of the steam 
used in doing their daily work. 

Most. if not all the articles on the-subject of ** locomotive 
economy,” that I have seen lately have reference to the 
evaporation duty of the coal and the contrivances that will 
increase the number of pounds of water evaporated per 
pound of fuel. 

Now the economical use of the steam is a subject deserving 
of as much attention as the coal, especially where the water 
is impure, and where the cost of supplying it is great, as is 
the case on some railways on this coast. 

To work steam with the greatest economy we must use 
high pressures and cut-off at a small fraction of the stroke. 

What is the highest pressure recommended, and what is 
the smallest practicable cut-off for every-day work on a 
locomotive ? 

These questions will be answered differently, according to 
the character of the road, train and proportions of valve 
gearing. 

If each master mechanic would write hisexperience of the 
subject a most valuable book would be compiled, which 
might be called ‘‘ The Greatest Expansive Duty of Steam in 
the Locomotive.” 


EXPERIMENTS ON NO, 9 PASSENGER ENGINE. 

The highest pressure used on this road on passenger loco- 
motives is 130 Ibs. 

Our smallest practicable cut-off is 414 in., which we call 
the first notch from the centre or midgear. 

Since the passenger engines have been successfully worked 
in this notch for the past two years, I propose confining my- 
self to a description of the work that can be done with a 
boiler pressure of 130 Ibs., and cutting off the steam at so 
small a fraction of the stroke. 

These engines have been run with an admission less than 
415 in., but the valve and valve seats soon gave trouble. 

Road.—A section of this road was sent to the Association 
last year, the maximum grade being 1 per cent., the differ- 
ence in level between the highest and lowest points 394 feet. 
The curves number about 200, the shortest being 1,000 feet 
radius, 

Train.—The train consists of four cars, two being passen- 
ger, one baggage and one stock car: total weight, including 
engine and tender, 200,000 Ibs. 

The engine and train are described more in detail in ac- 
companying sheet of fuel experiments. 

The engine had cylinders 15 x 24in., of *‘ American” class, 
having driving wheels 5 ft. 5 in. diameter. 

Although papers written on each notch would contain some 
details common to all, I will confine my remarks exclusively 
to the first notch or 414 in. cut-off, use I think I can 
prove my assertions. 

The experiments were carried out with the greatest care, | 
and every reliance may be placed on them. 

The indicator cards were all taken with the same indicator 
and with the same spring, and no alterations of any kind 
were made to the engine, with the exception of those stated. 

The indicator is an excellent instrument, and it has in- 
variably guaranteed its work by describing the figure several 
times. The only fault that can be found—if such it is—is that 
the piston is a trifle easy in the cylinder, and if this should 
be the cause of any slight error, it has been repeated in every 
experiment. 

The steam gauge is correct, and the amount of water in 
the boiler when each card was taken, is carefully noted on 
its face. 

The revolutions were counted with a stop-watch, and are 
as nearly correct as itis possible to have them by these 
means, 

Cards.—The clearance in cubic inches between the valve | 
and piston, when at the termination of its stroke, is indicated | 
by a line drawn at right angles to the atmospheric line. The 
line of perfect vacuum is drawn at 1414 lbs. below the at- 
mospheric line, and parallel with it another is drawn to in- 
dicate the boiler pressure. } 
_ The theoretical curve of expansion is drawn from a_ point 
in the expansion line a little before the port opens to the ex- 
haust, and in nearly every case at ,{, of the stroke. 

An example of the mode employed in calculating the 
amount of water used and the horse-power developed by the 
locomotive is given below: 

FIGURE NO, 22—FRONT END. 


Avon OF wleies oes iso Sss oes cee 2 oa ane en Ciba tk 176.7 sq. in. 
Stroke of - cevbive Xen Pee eras 
Cubic inches of clearance.... . 360 





Revolutions per minute. ................s0-ceeerseeseaes 
6-10 of stroke (point ac which steamused is measured).. 
3-10 * es a “saved = 
Steam pressure, measured from vacuum line, at 6-10 
of stroke a0 v2¥s ve siccon vessel oahu t as UR 
Steam pressure, measured from vacuum line, at 3-10 

of stroke ‘ wae ee desea ete 

176.7 x 14.4 


i= 


‘ 4.5 

+ 360 
+ = 1.681 cub. feet. 

1,728 

Weight of a 

cub. foot. 


1681 x (42.25 = 0.1025) = 1,721 gross Ibs. of steam used per 
stroke. 
176.7 X 7.2 + 360 
—_——————- = 0.945 cub. foot. 
1,728 
Weight of a 
. cub. foot. 
0.945 * (24.5 = 0.0613) = 0.0579 Ib. of steam saved by com- 
pression, ; 


0.1721 — 0.0579 = 0.1142, actual consumption of steam per stroke. 


0.1142 x 144 « 4 =66 lbs. of steam. or w: used ut 
66 x 60 = 3960 Ibs. of water used per hon ioe 
Gross pressure ones eelipeseweecesnceess aibee eel 7.5 Tbs. 
ck © eee cence one Neiemrein snap eiislied acme. oom 11.3 “ 
FOR § . «02+ :0vun asa cegueienaial Pmaite ace siacss 36.2 °° 


176.7 x 144 X4- 
——nerennne 2 BOOS ES. steam. 
33,000 per Ib. of 


3. x 36.2 = 111.64 H.P. for . 
111.64 x 2 = 223.28 H. P. for oth cylinders, 


a = 17.73 Ibs. of water per H. P. per hour, 





‘amount of steam left in the cylinder after the 


The points up to which steam is measured are carefully 
marked on the figures, and with little trouble all the calcula- 
tions can be checked. 

Another advantage gained by. carefully marking these 
points with the corresponding pressure is to prove that no 
partiality has been shown to obtain particular results. 

A variation of one pound in pressure at the point where 
the steam is measured makes a difference of about 5 per cent. 
in the result of the calculations to obtain amount of water 
used for horse-power. 

By drawing the theoretical expansion curve through this 
point—and this has been done in nearly every case—we can 
check its correctness: in fact, there is no other mode of prov- 
ing its position. 

Although all the calculations have been made from the 
original cards, they should be repeated on the tracing-with 
equal results—a proof of the correctness of the copy. 

f the committee should advise the printing of these cards, 
I would recommend that they be printed full size and with 
the above lines and points carefully marked, as shown, and 
any master mechanic who may have leisure could go over 
the calculations, and some better and perhaps more simple 
mode of calculating them be oo ell 

In these cards may be profitably studied the effect of lav, 
lead, piston clearance, size of steam-port and size of exhaust 
nozzles. 

Experiment No, 1,—The first experiment, made May 25, 
1878, was for the purpose of testing the method of setting 
the slide valves. 

Cards Nos. 1, 2, 3 and 4 were taken, and show an excel- 
lent distribution of the steam. 

The clearance between the piston (when at the end of its 
stroke) and the cylinder head being ,% in., to this must be 
added the area of an annular space in the cylinder head. 
The cubic contents of this clearance space, together with that 
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closed to the exhaust, and this again depends on other points 
of detail, such as lap, lead, size and form of steam and ex- 
haust passages, size of exhaust nozzles, and the amount of 
condensation. 

Since the clearance 2 in experimznt No. 1 is well filled 
by compressed steam before the advent of lead, but littie 
fresh steam is required to bring it to boiler pressure, and we 
must attribute the greater H. P. developed over experiment 
No. 2, to the larger amount of steam in the cylinder when 
the valve commences to close, after which the steam enter- 
ing the cylinder is about equal in each experiment. 

Although a greater amount of power is developed in Ex- 
periment No. 1 from a greater amount of clearance, this 


| power is further obtained with a decreased consumption of 


steam per H. P. This has been proved practically in two 
ways. First, by the indicator, and second by carefully 
measuring the amount of water used by the locomotive in 
working the train. 

The smaller consumption of steam per H. P. in Experi- 
ment No, 1 is due to the smaller proportion of back to gross 
pressure. 

An excess of back pressure causes the sinuous motion of 
the locomotive to be Increased and has an injurious effect on 
its machinery 

It will be noticed that the steam line in both experiments 


| rises higher on the front than on the back end, but this 


of the steam passage, are 325!, in., or an amount equal to | 


0.076 of the cubic contents of the cylinder. 

The lap of the valve is }3 in. The lap on the front edge is 
about ., in. less than this, having been cut to obtain a cor- 
rect diagram. It is unnecessary to state that the better way 
would have been to lengthen the eccentric rod. The lap has 
not been altered in any of the experiments. 

Card No. 1 is introduced to show to what an extent com- 
pression is increased by cutting off at points less than 4'4 in. 


amount is in greater proportion in Experiment No. 2. This 
is not caused by unequal clearance spaces, both being alike, 
but by the greater velocity of the piston near the front end 
due to the angularity of the connecting-rod and consequent 
greater concussion of the confined steam. This percussion of 
the steam gives rise to greater undulations of the admission 
and expansion lines; especially is this the case in throttled 
cards, see No. 6. To make the figures from each end more 
nearly alike, the lead on the front end should be reduced 
nearly ,}, of an inch. 

The lead in Experiment No, 1 is scarcely sufficient, and an 
addition of ,4, in. would give a better card. 

Experiment No, 3,—Since back pressure in the first notch 
is almost entirely composed of compression, we tried to run 
the engine in the third notch from centre, or 8's in. cut-off, 
and with the throttle wide open. To accomplish this the 


length of port opened was reduced to 3!) in. by riveting 


In the first notch the valve only opens , in. more than | 
the amount due to lead, or in fact nothing more than the | 


lead owing to slack, or lost motion, and in the centre notch 
or mid gear the valve does not open more than the lead. 
Although the difference in the amount of port opened by the 
valve in these notches is so slight, the results, as shown by 
the indicator, are very different. 

In the centre notch the back pressure is 41 per cent. of the 
gross pressure, and this with a power of only 122 horses, while 
the H. P. developed under similar conditions of speed and 
boiler pressure in the first notch is 208, and the relation of 
back to gross pressure very much less, being only 23 per 
cent. 

The consumption of steam per indicated H. P. per hour is 
about 5 per cent. less in the centre, a result due to the very 
expansive use of the steam, it being expanded down to 15 
Ibs. above the atmosphere at the point of release. This fact 
must be kept in mind in comparing any of the cards, name- 
ly, that when the steam is very much expaniel by any ar- 
rangement less power will be developed and consequently 
there should be less water used per indicated H. P. It then 
follows that the best card is that which shows a greater 
power with an equal or less quantity of water used per hour. 

Again, I find that 160 revolutions per minute, or about 32 
miles per hour, is the most economical speed; that is, the 
water used per H_ P. per hour at that speed is less than when 
the engine is running at a higher or lower : . This re- 
sult depends greatly on the amount of lead; with a large 
amount of lead, say ‘4 in., a greater speed than this is at- 
tained with less economy than with a small amount, say ‘< 
of an inch. 

The effect of initial pressure is also very marked; the 
higher the pressure the better the result. This depends not 
only on the advantage to be gained in power by the use of 
higher pressure steam, but that the distribution. is better: 
first, the admission line is kept straighter, the boiler pressure 
more nearly attained, and as back pressure is almost entirely 
made up by compression—an almost constant amount inde- 
pendent of a small variation of initial pressure—the propor- 
tion of back to gross pressure is lessened, 

The advantage, therefore, of one or two pounds greater 
pressure is quite marked; especially is this the case with a 
small amount of lead. 

The effect of lead is very important, and a slight excess or 
decrease of lead has a remarkable effect on the economical 
distribution of steam in this notch. To move the eccentric 
rod gy of an inch is accompanied by a slightly different card, 
and it is very difficult, if not impossible, to accurately dis- 
tribute the steam in the cylinder by the ordinary shop 
method of setting the valves—a difficulty much increased by 
slack or lost motion. The only correct way is by the use of 
the indicator. 

z. iment No, 2.—The clearance spaces between the 
piston and cylinder head were reduced to somewhat less than 
\< in. by facing off the cylinder heads and riveting to them 
wrought-iron plates % in. thick. 

Nos. 5, 6, 7 and 8 are cards taken with this alteration. 

The effect of this reduction of clearance is: 

Ist. A reduction of power developed with the same boiler 
pressure and speed, equal to about 14 per cent. 

2d. A consumption of from 3 to 5 per cent. more steam 


| per indicated H. P. per hour. 


3d. A greater proportion of back to gross pressure, amount- 
to 10 per cent. 

t will be noticed that the increased compression causes the 
steam line to rise much higher than the boiler pressure in 
these, than in the previous cards with the greater clearance. 

It would be supposed that this excess of pressure at the com- 
mencement of the stroke would have a tendency to straighten 
the admission line, and cause it to more nearly approach that 
of boiler pressure and expand with a curve more nearly coin- 
ciding with that drawn by theory. This, though it would be 
the case with an excess of lead, is not so in the cards of this 
experiment. 

The greater power developed in Experiment No. | is due 
to the a force of a greater amount of steam con- 
fined in the cylinder when the port is closed for admission. 

As the valve almost commences to close when the piston 
begins its stroke, the entering steam is wiredrawn (shown in 
all the cards), because sufficient steam to fill to boiler press- 
ure the space swept rp oe by the piston cannot be 
admitted through such a small opening. 

The entering steam, in neither of these experiments, was 
first to fill the clearance spaces between the valve and piston, 
these being already filled by compressed steam nearly a 
proaching in pressure that of the boiler. 
¢ space be so great that the compressed steam fills it 
to a low pressure only, before the advent of lead, the result 
would not be economical and a reduction of this space would 


in 


be ‘ 
It follows, then, that different speeds require a different | 
amount 


of clearance space. 
The clearance for a given size of cylinder depends on the 
port has been | 


If, however, the | 


| cylinder. 


strips of metal to the edges of valves, leaving a space of that 
length in the middle. 

It was thought that the steam would be admitted at boiler- 
pressure to the cylinder, but would be considerably wire- 
drawn, and so reduce the power, and the loss from greater 
condensation be amply compensated by a reduction in com- 
pression. 

This, however, was not the case, the steam being throttled 
by the slide-valve as shown in card No, 9. The consumption 
of steam per H. P. is 22 per cent. higher than in Experiment 
No. 2, caused by the lower initial pressure due to throttling. 

If from the point of pre-release we draw a theoretical 
expansion curve, we will find that steam of 130 Ibs, pressure, 
admitted up to 2% in. of the stroke, would have developed 
254.86 H. P., or about 33 per cent. more work would have 
been done with an equal consumption of steam. 

This superior result is due to the use of a higher pressure 
with a corresponding amount of expansion, and to the ab- 
sence of wire-drawing and condensation. 

If we draw a line (front end) parallel with the atmospheric 
line and at the height 78 lbs., to which the steam admitted 
ris's, we will find that steam of this pressure, not wire- 
dri. wa and cut off at 5 in. of the stroke, will indicate a 
power of 202.8 horses, or 14 _ cent. more work than the 
wire -drawn steam admitted during a greater period. 

This result accords closely with a rule given ina recent 
number of Engineering, July 6, 1877, which is, ‘* That the 
economy of steam used expansively varies inversely, very 
nearly, as the square root of the pressures. 

he square root of 78 = 8.84 

~ 2 “ 190 = 11.4, 
or a superior duty of 22 per cent. due to the use of the higher 
pressure. As already shown, there is a further loss of 14 
per cent. due to wire-drawing; therefore the superior duty of 
the high pressure not wire-drawn is by this rule 36 per cent. ‘ 
or 3 percent. greater than that shown by the diagram. 

The compressed steam scarcely fills the clearance space in 
this experiment, and this defect with an insufficiency of lead 
delays the timely admission of steam, and a maximum pres- 
sure of 78 lbs. is only obtained after the piston has moved 
about 1 inch. 

The theoretical figure in red lines (with the same compress- 
ion as the actual figure) shows a consumption of only 15.44 
Ibs. of steam per indicated H. P. per hour—a result not pos- 
sible to attain in actual practice. It could, however, be ap- 
proached by the use of superheated steam, a good balanced 
valve and well-protected cylinders. 

Experiment No, 4.—The unsatisfactory result of working 
with a port opening of only 3'¢ in. being proved, the open- 
ing was increased to 814 in. by cutting the strips of metal on 
edges of valves. 

Cards Nos. 10 and 11 show the distribution of steam with 
this arrangement. 

Comparing them with Nos. 7 and 8, we find that the steam, 
though approaching boiler pressure, is considerably wire- 
drawn, aaa the power developed with an equal boiler press- 
ure and speed 11 per cent. less. 

This power is obtained with an expenditure of nearly 19 
Ibs. of steam per H. P., being %{ of a pound, or 4 per cent. 
greater than Nos. 7 and 8, 

There is in these figures (Experiment No. 4) a deficiency of 
lead, especially on the back end, this latter being caused by 
want of parallelism of the valve and port. The expansion 
line, from wire-drawing, falls much below the theoretical 
curve, and back pressure forms a large proportion of the 
gross pressure, being but little less than in Experiment No. 2, 
with its greater indicated power. 

These cards are good examples of the unsatisfactory result 
of wire-drawn steam. That is, steam of a lower pressure ad- 
mitted without wire-drawing will do the work more econom- 
ically, and as an instance we may compare No. 11 with No. 
25, where the latter card shows the work to be done with 
nearly 5 per cent. less steam per H. P. 

Experiment No. 5.—The strips on edges of valves were 


again cut and the port opening increased to 94 in. The dis- 
tribution is shown in Cards Nos. 12 and 13. 

This is a slight improvement in the amount of power de- 
veloped with the same steam pressure and P is 


also improved. 

The insufficiency of this size of port for high or even ordi- 
nary speeds is very strikingly shown in card No. 13, where 
the steam is wire-drawn to a remarkable extent. 

Erperiment No. 6.—The port openings being further in- 
creased to 12 in., cards Nos. 14 and 15 were taken, and show 
a decided improvement in the behavior of the steam in the 
The H. P. developed with an equal boiler pressure 
and speed is not so great as with a port opening of 14 in.— 
full length—nor is the distribution of steam so good. 

Experiment No. 7 shows the effect of opening the port 14 
in., by taking the strips off the front Be ms of valve only, 
which is to increase the H. P. about 3 per cent., and to de- 
crease the consumption of steam per indicated H. P. per 


Experiment No. 8 represents the distribution of the steam 
with front and back ports opened full length, or 14in. The 





{May 81, 1878 


THE RAILROAD GAZETTE. 











25" 
0 OM 


< 














2s 


33.8 


2m 32.5 


oo eee eee ee. SO SO 









































* ; . 
SE ST 


= 
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H. P. being inoreased a similar amount on the back, as was 
previously the case with the front end. 

If we now compare No. 17 with No. 8, both taken under 
similar conditions, we will find in No. 17 a slight 
increase in the H. P., developed by an equal boiler 
pressure and speed, and further, a reduced consump- 
tion of steam per indicated H. P. This gain is attributable 
to a decrease in the size of the exhaust nozzles by an accumu- 
lation of dirt. It will be noticed that the pre-release or ex- 
haustion of the steam is not so perfect, or is more prolonged 
in No. 17, virtually increasing the period of expansion and 
the gross pressure, and this without any increase in the 
amount of back pressure. 

The effect is more marked on the back end tigure where 
the exhaust lead is not so great as on the front, owing to the 
unequal lap of valve al mentioned. 


| further reduced to cut off at 44, in., and this would cause the 
| valve face to cut and tend te wire-~draw the steam still fur- | 
| ther. } 
Possibly a lap of 3 in. would give nevery way as good, if 
| not better nae, ag The lead cannot be reduced because it 
|} would entail a loss from the steam not reaching the boiler 
pressure. A good example of insufficiency of lead is found 
|in the back end of figure on card No. 19. 
The only other and apparently efficient way is to decrease 
| the size of the exhaust nozzles. 
| These should not be greater than 2%; or 2% in. for the es- 
| cape of the steam in this notch. 
} he beneficial effect of small nozzles is further proved in 
| the back end figure of card No. 18, where this imperfect (if 
| We may so call it) exhaust is more pronounced. Comparing 
| this figure with the back end figure of card No. 7, under 


Martin on Tests of Passenger Locomotives (page 265). 


this last being due to the smaller proportion of back to gross 
pressure, 

Experiment No, 9 shows the effect of taking the wrought- 
iron plates off the front-end cylinder-head, thereby increas- 
ing the clearance of the piston to nearly % in., or a space 
=0.085 of cylinder contents, equal to 360 cubic inches. 

The effect of this change is to lower the initial pressure, 
| which can be remedied by an increase of lead, to increase the 
| power ete and to decrease the consumption of steam 
| for indicated H. P. 
| The front-end figure of this card may be compared with 
| the front-end figure of card No. 4, where the clearance is 
| somewhat less, and it will be seen that nearly equal results 
| are obtained with the same consumption of steam. 


| 


| Lxperiment No. 10.—This experiment was made with the 


From this it appears that an exhaust lead of 1,4; in. is too | exactly similar conditions of speed and pressure, we find the | plate off both cylinder-heads, and it will be seen that while 
great for this locomotive in the first notch, and that better | mean pressure to be 2 Ibs. greater in No. 18, giving an in- | the consumption of steam per H. P. was reduced by increas- 


results would be obtained by decreasing it. 


If we did this | crease of 5 per cent. in the power developed, with a slight | ing the clearance on the front end, shown in front-end fig- 
by decreasing the lap of valve, the travel would then be still | decrease in the consumption of steam per H. P. per hour— ures of cards Nos. .18 and 19, it was increased on the back 
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To the Committee on Locomotive Tests, Master Mechanics’ Association. 
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(1) Fire-door 3 in. open in this and all other experiments, unless 
otherwise stated. 

(2) Nozzles reduced by dirt to 234in. The coal used in these 
four experiments was slightly different, and they are not, there- 
fore, comparable | 

(3) Piston blowing through. | 

(4) In this and Saiowinn experiment no diaphragm plate was 
used in smoke-box. 

(5) Door 4 in. open. 


Number of driving wheels, 4. 

Diameter of driving wheels, 5 ft. 5 in, 

Length of driving wheel base, 7 ft. 8 in. 

Length of total wheel base, 21 ft. 3 in. 

Total weight of engine in working order, in Ibs., 60,000. 

Total weight on driving wheels, in lbs., 39,000. 

Size of cylinder, in inches, 15x24. | 
Size of steam ports, in inches, 14114. | 
Size of exhaust, in inches, 14x24. } 
Greatest travel of valve, in inches, 54. 

Lead in full gear, 3-64. 

Lead in Ist notch from centre, 3-16. | 
Outside lap of value, 15-16. 

Inside lap of valve, —. 
Inside clearance, 1-32. | 
Size of grate, 57X43. | 


Width of opening of grate bars, 3 in. | 58. 


Height of fire-box from top of grate, 58 in. 


Outside diameter of smallest ring in waist of boiler, 46 in. 
Number of tubes, 138, 


| 
| 
Outside diameter of tubes, 2 in. 
Length of tubes, 11 ft. } 

| 


CONCEPCION, March, 1878. 


end. This is the result of insufficient lead and by cleaning lead in No. 19, the valves were reset and the lead increased | is not equaled in any other experiment, especially when 


out the exhaust nozzles. . 
A marked result due to the greater clearance is the 


closer approach of the line of expansion to the theoretical 
curve. 


This is well defined in all the cards, but more particularly 
d 19. 


proved in cards Nos. 17, 18 an 
The effect on this line of the ter clearance in the front 
No. 18 is 


over the back-end figure in striking, 
is also its effect on the back-end figure in No. ge 
- is an insufficiency of lead. 

ere, again, the proportion of back to gross pressure is 
much reduced, and the distribution of steam is 


that of cards in Experiment No. 1, which have been already 
proved superior to taken with the smaller clearance 


space. i & z 
Experiment No. 11.—Since there is an apparent want of 








(6) Fifteen minutes’ extra delay. 
(7) Door 4 in. open. 

(8) Door 4 in. open. 

(9) Door 4 in. open. 

(10) Door 4 in. open. 

(11) Nozzles reduced by dirt. 
(12) No baffle plate. 

(13) No baffle plate. 

(14) No baffle plate. 





Material of tubes, copper. 

Ferrule area in square inches, 262. 

Square feet of grate surface, 1534. 

Square feet of heating surface in tubes, 695. 

Square feet of heating surface in fire-box, 91. 

Square feet of heating surface in total, 786. 

Height of exhaust nozzles in inches, 11. 

Kind of stack, open. 

Diameter of inside pipe in inches, 13 to 15. 

Wagon top boiler with one dome. 

Average number of carson trip, “‘Concep., Talcah, & Chillan,”’ 4. 
Average number of cars on trip, Chillan to Talcahuano, 3.92. 
Total weight of train, including locomotive and tender, 200,000 


Actual weight of cars, 106,000 Ibs. 
__Baffle plate used in all experiments, except Nos. 55, 56, 57 and 


Brick arch used in all experiments. 

Pump and no injector used in all experiments. 
Petticoat pipe used in all experiments. 

Double exhaust nozzles u: in all experiments. 

















(15) No baffle plate. 
(16) Door 4 in. open. 
(17) Door 4 in. open. 
(18) Fire door 5 in. open. This is a different coal, und the 
arrangement shown in . 8 
ve the best results. ‘ Veta 
‘hica ” is the upper seam, and is 
the best for locomotive purposes. 


(19) Fire door 5 in. open. 
(20) Nozzles reduced by dirt. 





exclusive of the amount used for kindling and up to starting time, 
This coal is, however, included in the amount of “(C used per 
train, and car mile,” and in making out the weight of train 
moved one mile per Ib. of coal. 

Maximum e on road is 52 feet to a mile. 

P ——— distance between highest and lowest points on road, in 
eet, 304. 

Shortest radius of curve, in feet, 1,000. 

Number of curves, 200. 

By ashes and clinker is meant, everything left in the fire-box 
and ash-pan at completion of trip an generally includes some 
small particles of coke that remain on the dead plates. 

The difference in consumption of water on similar trips is en- 
tirely caused by the wind, which blows with a force v: from 
1 to 20 miles per hour. 

Temperature of gases in the smoke-box from 450° to 500°. 


Vacuum in smoke-box (in water) from % in. to 1% in. 
H. P. required to move the train, from 120 to 24 , according to 
grade and force of wind. 


Temperature of feed water, 58°. 








Temperature of atmosphere, 60°. 


The evaporation of water is the amt. evaporated per lb. of coal, | Average steam pressure, 127 Ibs. 


from ¥, in. to 7 in., and cards Nos. 20 and 21 were taken. 


JOHN E. MARTIN. 





we 


| take into account the lower boiler pressure and greater in- 


There is too much lead on the front end of these cards, and | dicated power. 


the eccentric rod was shortened 

on the back and dec: ing it on 

E. iment No, 12.— 
were taken. 


front by that amount. 


Altho the lead in these figures is a trifle too great, the |lap. A further 
= good, econpmical distribution are un- | heated steam. 


results as regards a 


in., increasing the lead 


ualed by any of the other a ts. 
“ahe steam ine rises slightly excess of boiler pressure, 


the admission line is well maintained, and the line of expan- | and that an increase of 
theoretical croapned br meee olan. ae 


sion closely follows the curve, the pro 

of back to is very low. 

| The effect of : nozzles on the line of pre-release is 
| Clearly shown in these 


cards. 
The consumption of 171, Ibs. of water per H. P. per hour 


As examples of a high expansive duty of steam in the 
locomotive, these cards are well worthy of study. 


ith above alteration, cards Nos. 22, They might be a by decreasing the size of the ex- 
y 


| haust nozzles, slightly decreasing the lead and possibly the 


provement would be the use of super- 


| Card No. 21 shows the rapid use of compression at high 
| speeds and would indicate that the lead should be 
clearance would 
, and further, that exhaust nozzles of 3%. 
diameter are too large for even high 


Although it has been ed that a clearance space equal 
| to 0.085 of cylinder contents gives the best result where the 
full boiler pressure of 130 Ibs. is used, this is not the case 
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l 
when the steam is very much throttled, because there is 
then less compression, and as a consequence the clearance 
space is only filled with steam of low pressure. 

The foregoing conclusions are not alone based on the evi- 
dence of the indicator, but have been more practically 
proved by careful measurement of the water u by the lo- 
comotive, and I subjoin four cards illustrative of the power 
required to the train under the most favorable condition of 
rail, wind and ——— temperature: one extra passen- 
ger car makes a difference of exactly 5 per cent. in fine 
weather. 

The engine, except when starting, is “po run in the 
first notch, and the variations of speed on different parts of | 
the road, always the same; in fact, much is due to the care | 
and interest of the engineman during the trials. 

Card No, 24 represents the least amount of power devel- 
oped by the locomotive, and was taken on a level piece of 
track, but with a number of curves of 1,000 feet radius. 

Card No. 25 was taken a little later, on a straight and 
nearly level piece of track, just before taking a short 1 per 
cent. grade. This card is a good example of the average 
work done by the locomotive on the round trip. 

Cards Nos, 26 and 27, taken on the grade, show that the 
engine is capable of hauling the train up a 1 per cent. grade 
at a speed of 20 miles per hour. 

The power —s to move the train is greatly increased 
by the force of the wind, and with a head wind traveling at 
the rate of 20 miles an hour, at least 30 per cent. more power 
is required. 

A table containing the result of some experiments on the 
extra power required with different velocities of wind is 
appended. 

Sometimes, though seldom, the resistance from this cause 
is so great as to demand more power than can be furnished 
in the first notch, although its range of power is admirably 
suited to all circumstances affecting the running of this 
train. 

It has been found in practice that the distribution of steam 
shown in cards Nos, 22 and 28 is the best when the throttle 
has to be opened wide. Ona fine day, when less power is 
required, the distribution shown in Experiment No. 1 is some- 
what superior, This I attribute solely to the smaller amount 
of lead in Experiment No. 1, and consequent prolonged ex- 
pansion. 

In Experiment No. 2 the lead is too great, and the pre- 
release of the steam too much hastened; particularly is this 
the case with low speed. 

A difference in the temperature of the atmosphere has an 
effect on the tractive force required to haul the train. This 
is due to the inferior lubrication of the bearings of engine 
and cars on the colder day, and there may possibly be more 
condensation. 

The amount of steam used as per indicated H. P. per hour, 
as shown on the cards, is not the actual consumption of the 
locomotive, but somewhat less. I believe as much as 10 per 
cent. is lost by condensation and other causes. 

Whatever may be this quantity, it is the same in all the 
experiments and does not alter their comparative value. 

he cylinders in these experiments were lagged with hair, 
felt. and wood and cased with Russia sheet-iron. The cylin- 
der-heads were not lagged, but covered by a cast-iron casing 
in. the usual way. 

Since the above experiments were made, the cylinders 
were relagged with felting, asbestos board and wood and 
covered with sheet-iron. e cylinder-heads were treated in 
the same way. Indicator cards did not show any improve- 
ment, although there must have been a beneficial result. 

A small hole was bored through the cylinder-head and 
flange of cylinder, and a delicate thermometer introduced 
between the wood 1 ng and sheet-iron casings. 

The thermometer, when the engine stopped at astation, in- 
dicated 110° Fah. When the bulb was allowed to rest on 
the cylinder-head the temperature rose to 260°. There 
was a slight leakage of the throttle during the observations. 

Recapitulation.—The following conclusions have reference 
only to the use of steam in the first notch and with a maxi- 
mum steam pressure of 130 Ibs. 

1, Steam _— be successfully used in the first notch with 
economy of fuel and without materially increasing the cost 
of repairs to the machinery of the locomotive, provided the 
water is good and care be used to keep the valves well lubri- 
cated. : 

2. To getthe maximum results the valve gear must be in 
good order and the valves very carefully set. 

3. A lap greater than }{ in. with a travel of 51¢ in. is not 
required, and there is reason to believe that a lap of %, in. 
would give equally good results. 

4. Inside clearance is considered better than inside lap, as 
it delays the closing of the exhaust and thereby decreases 
compression. 

5. Lead has a greater influence on the distribution of the 
steam in this notch, Too little, when working within the 
maximum power developed, is better than too much. The 
proper amount of lead for speeds from 25 to 35 miles per 
hour with a clearance s equal to 0.076 to 0.085 of cyiin- 
der contents is ;, in. hen the clearance is less, a smaller 
amount of lead is sufficient. At higher speeds less lead is 
required, because compression is much greater and of itself 
—— steam line to a greater height before the advent 
of lead. 

A proper amount of lead maintains the admission line 
nearer to that of boiler pressure and prevents condensation, 
or fall of pressure, after the port is closed. 

Too much lead increases the gross pressure, but it also in- 
creases the back pressure from excessive compression, and 
although the H. P. may be increased, the steam used per 
H. P. per hour will also be greater. 

Again, too much lead, by increasing the compression, is 
detrimental to the machinery and gives the engine an un- 
steady motion, 

6. Nozzles.—The exhaust nozzles of a locomotive may be 
too large for the escape of the steam, an assertion which al- 
though at variance with the general opinion of master 
mechanics, is yet proved by these indicator diagrams. Not 
only has this been proved in one but in four locomotives on 
the same train, where the nozzles have been varied in | 
diameter from 25% in, to sizes up to 3% in., and there was no 
gain in the change. 

Exhaust nozzles from 2% in. to 3in. are quite lar; enough 
for the perfect escape of the steam from the cylinder while 
working with a full-opened throttle in this notch and at 
speeds up to and even greater than 40 miles an hour. 

With nozzles above this size there is a loss in power, with 
the same consumption of steam, owing to the too rapid ex- | 








ing the opening, by putting the strips on the valves the 
results would have been still worse, because exhaustion 
would have been imperfect and the amount of clearance 
space insufficient. 

8. High Pressure.—The benefit to be obtained by high press- 
ure steam in this notch is due to the greater power 
developed in proportion to the steam used, the back 
pressure being constant, or nearly so, independent of the 
Initial pressure. This is proved by comparing No. 23 with 
No, 24, in both of which the back pressure is about equal, 
although the H. P. in the former is double that of the latter. 

Although a higher pressure than 130 Ibs. would give a 
greater power, the work would be done with very little less 
than 17/4 Ibs. of water per H,. P. per hour, 

But should more power be required than can be furnished 
in this notch with 130 Ibs. of steam, the use of a higher pres- 
sure would be the better way of supplying it, instead of run- 


ning the engine in the second notch with a partially opened | 


throttle. 
(TO BE CONTINUED, ] 


MASTER MECHANICS’ ASSOCIATION. 
Proceedings of the Eleventh Annual Convention. 


THIRD DAY. 

At the opening of the session on the third day the report of 
the Committee on Locomotive Tests, consisting of Wm. Wood- 
cock, of the Central Railroad of New Jersey; 8. A. Hodg- 
man, of the Philadelphia, Wilmington & Baltimore, and 
David Clark, of the Lehigh Valley Railroad, was read.. This 
report was published in the Railroad Gazette of last week. The 
report was discussed at considerable length, and the relative 
merits of the American, Mogul and Consolidation types of 
locomotives was considered. 

An invitation was received from the Committee on Enter- 
tainment—John McFarland, Esq., pra a any eg the 








members of the Association and their ladies, at 34¢ o’clock, | 


p. m., a drive through the city and to places of historic in- 
terest in the vicinity. The invitation was accepted, not as 
an Association but individually. 

Mr. F. B. Miles, of Philadelphia, read a paper, which was 
also published in full in last week’s Railroad Gazette, on the 
Relations of Capital and Labor in Railroad Service. 


paper. i ; 

A paper from Mr. Gordon H, Nott, on Combustion, was 
presented and referred to the Supervising Committee, with 
instructions to have printed in the annual report such por- 
tions as they deem proper. 

The following gentlemen were appointed a committee on 
resolutions: Mr. John Swift of Schenectady, Mr. Barnett of 
the Grand Trunk Railway and Mr. F. B. Miles of Phila- 
delphia. 

he following question, submitted by Mr. Woodcock, of 
the New Jersey Central, was read: ‘‘ What is the best plan 
of testing boilers, hydraulic pressure or otherwise ?” 

Different methods of testing steam boilers were then very 
fully discussed by Messrs. Woodcock, Johann, Sedgley, Wells, 
Rushton, Hudson and Hayes. Different methods were de- 
scribed, some of the members being in favor of the hydro- 
static test with cold water, others preferred a test made by 
filling the boiler full of cold water and then heating it with 
a light fire, so that the expansion of the water would pro- 
duce the requisite pressure. Other members thought that 
the best test was that which subjected the boiler to a pres- 
sure under as nearly as possible the same conditions as would 


exist when it was at work, and therefore they filled the | 


boiler with water to the height required when the engine is 
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A vote | 
of thanks was tendered to Mr. Miles after the reading of his | 
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suppose that the wagon would mcve nearly on the are of 
the same circle on which the horse walked, or else that there 
would be a severe strain on the traces, sufficient to ‘‘ wag” 
the horse like Dundreary’s dog, when the tail “‘ wath 
stwonger than the dog.” 

Is it not the fact that the force which deflects the locomo- 
tive truck is that which *‘ A. M. W.” supposes—*‘ the reaction 
of the rail against the flange "—and that this force acting on 
the truck and through the leverage of the truck on the 
drivers is the principal force that deflects the remainder of 
the locomotive, while traction of the latter toward the centre 
of the curve is the main cause of the deflection of the tender 
and train ? 

In some cases the “ reaction of the rail against the flange 
and the elevation of the outer rail, assist to deflect the tender 
and train, and also the rear of the locomotive. 

When a train is backed around a curve, the traction to- 
| ward the centre being absent, these causes are those that 
make it follow the curve; but in this case. as we all know, 
the cars are much more liable to mount over the outer rail 
than if the locomotive is ahead and drawing. 

Does not the comparatively slight difference in the wear 
on the outer and inner rails of a curve tend to prove that the 
deflection of the train must be largely due to some other 
cause than the ‘reaction of the rail against the wheel,” and, 
further, is not the abrasion of the rails which actually occurs, 
and which ‘‘ you wisely pass over in silence,” accounted for 
by the action of the wheels as above noted, and by the ac- 
tion of the rear wheel of eavh truck on the inner rail? 

With regard to the experiments made with models (see 

issue of May 17), the books teach that when a body is set in 
motion under the action of a given force, it will continue to 
| move in the same direction and with the same velocity until 
| acted upon by some other force. 
Reasoning from this leads to the conclusion that if a body 
jis acted upon by two forces not in the same direction, the 
| path described will be somewhat different from that taken 
| under the action of the single force, and if more forces be 
| introduced the path will be still more modified. 

In the case of the first model the single initial force is the 
| traction, while two of the modifying forces are the action of 

gravity down the plane and the resistance of the plane to 
| sliding friction. 
The reason why “‘A. M. W.’s” first model traversed a 
| straight line (apparently) instead of a curve, is that the roll- 
}ing friction was so slight in comparison with the other 
forces that its resistance was overcome before they had time 
| to act perceptibly. 


” 


},| if his model had been sufficiently long his truck would 


probably have described a curve. 

As to his second model—two conic frustrums fixed in a 
rectangular frame—if the cones have equal and homologous 
parts their action as to direction exactly counteracts each 
other, and while the forward one tends to turn the frame in 


at work and then generated strain of the pressure required | one direction, the rear one, with an equal force, tends to 


for the test. : 
The question, “* What is the best material for tender frames 


» | turn it in the opposite, and the result is a strong transverse 
| S 


was then discussed by Messrs. Boon, Lander, Sedgley, Hud- | strain on the frame, but a rectilinear motion. C. 


son and Cooper. The majority of those who took — the | 
nough Mr. 
| 


| 


discussion were in favor of iron tender frames, alt 
Hudson favored wooden frames for their cheapness. 

The next business in order being the election of officers, 
on motion of Mr. W. Woodcock the election was a gees 


until the next annual convention, which continues the old | 


officers another year, in accordance with the uniform prac- | 


tice of the Association. 


Mr. Hudson, from the Committee on Subjects for Consid- | 


eration the Coming Year, reported as follows: 
1. Lubricants. 


2. Best material, methods, forms, pe geen of construct- | 


ing locomotives, and the best method of promoting economy 
in the use of fuel. 
3. Long runs. 


to fuel and work done. 
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Copyrights on Blanks for Car-Reporting—The “ Junc- 
tion Exchange Report.” 


CHICAGO, May 25, 1878. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of May 24 there is a communication from 
Mr. Davies, in which he states that his records belong to him 
by copyright. 

The records of my system belong to me by copyright, and 


|; over fifty railroads and fast-freight lines are now using 
4. Comparative performance of locomotives with regard | 


5. Best form and material for locomotive wheels and axles. | 


The report was received and adopted. 

Mr. Jacob Johann, Chairman of the committee appointed 
to draft resolutions in regard to the death of A. J. Hanglin, 
Master Mechanic of the Texas Pacific Railway, reported a 
resolution expressing the regrets of the Association at the 
death of their late associate, which was unanimously 
adopted. 


The committee on the selection of the next place of meet- | 
ing of the Association named Niagara Falls, Cleveland and | 


Cincinnati. Cincinnati was selected by a large majority. 


By a unanimous vote the Association, on motion of Mr. | 


Johann, fixed the pay of Mr. J. H. Setchel, Secretary, at 
$700. 

Mr. Setchel responded briefly but appropriately to the 
merited compliment paid him by his fellow-members. 

After resolutions of thanks to the citizens of Richmond, 
the press and the railroad companies for courtesies, the con- 
vention adjourned to meet in Cincinnati on the second Tues- 
day in May, 1879. 


Sontributions. 


The Running Gear of Cars. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of April 5, under the title, ‘‘ The Running 
Gear of Cars,” I find ** A. M. W.” credited with the follow- 
ing: 

‘** At each instant of time the wheel must be slidden later- 
ally upon the rail, a certain minute distance. However 
minute this distance, it must be produced by a force adequate 


haustion of the steam during purchase. | to slide the wheel on the surface of the rail, and this force is 


7. Size of Port.—A long = equal in length to the diam- | 
eter, or nearly so, of the cylinder is superior to a shorter one | 
for the admission of owing to the small amount of | 
port opened by the valve in this notch. 

This is clearly proved in the experiments made with dif- 
ferent lengths o! 


and can be supplied only by the reaction of the rail against 
the flange.” 

[The italics are mine.] 

If a horse travels in a circle upon ice, drawing after him a 


rt opening, where in every case the wagon, the centre of gravity of the wagon, according to the 


power developed by the eae is proved to be the | above theory of “A. M. W.,” would move in a straight line, 


greater, and further, to be 


with a decreased con- | since there is no “ reaction of the rail against the flange,” nor 


sumption of steam horse-power. : ‘ .* 
This result is due to the greater wire-drawing of the steam | anything corresponding to it. ; ; 
during admissi Most people who are not very thoroughly up in the differ- 


If the 


a 


on with the smaller opening. 
port itself had been po ny size, instead of reduc- | ence between ‘*statical pressure and dynamic energy ” would 


them. 
The “ Junction Exchange Report” is not copyrighted, and 
will not cost any one a cent for the right to use it. 
F, M. Luce, Car Accountant, 
Chicago & Northwestern Railway. 


The Problem of the Trains. 


CovineTon, Virginia, May 26, 1878. 

To THE EDITOR OF THE RAILROAD GAZETTE: 

I give below a solution of the problem published in your 
last number :* 

Let n = The speed of the mail train per hour. 
speed of freight per hour. 

Let « = The length of the railroad, a = distance from 
terminus to the place of collision. 





m = The 


«= 
Now The number of hours in which the mail train will per- 
n 
form the journey. 
« 
Anc — = The number of hours in which the freight train will per- 


m 
form the journey. 











zx zx {nm—m | 
Hence — ——= | | 2 = The number of hours the freight 
m n (mn } 
started in advance of the mail. Equation (6). 
{n—m )} {n—m ) 
And | ——— | 2 xX m= |———-| x = The number of miles the 
mn L ” J 
freight is ahead atthe time the mail starts. 
{m—m | {3m—n } 
36 x le = } ~|2x= The distance the freight trav- 
| 


i a | | Sa j 
eled, from the time the mail started, until the speed of the freight 


* We repeat the problem that the reader may not be troubled 
to refer to it: 

“A mail train upon a railway starts a certain time after a 
freight train from the same terminus; and the time is so adjusted 
that, before arriving at the other terminus, the trains will exactly 
escape collision and no more. It happens, however, that from an 
accident, the s of the freight train is suddenly reduced one- 
half, after performing two-thirds of the journey, anda collision 
takes place a milesfrom the end of it. The proper speeds of the 
trains being m and n(m Z n), find the length of the railway, and 
the difference of the times of starting (m and n), denote miles per 
hour, ”’—Eprror, 
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was diminished one-half or two-thirds of the journey was per- 
formed by the freight since it started. 

If we multiply this last equation by n, and divide by m, 
we shall have the distance traveled by the mail, when the 
freight has performed two-thirds of the journey. Hence 


3m—n ) n (3m—n) 
| ———|x# x — = |-———- | x, equation (1), distance traveled by 
i 3n m 3m 
mail when the freight has reached (84 x) two-thirds of the journey. 
{3m—n n—m )} . 
34 «— —~|« = |———| 2, equation (2)—equal the distance 
| 3m J) (3m } 


apart of the trains when the speed of the freight is diminished 
one-half, or when it is 34 of the distance. 
Let us for convenience put equation (2) 
|n—m 
|-——-| r=, 
lL 3m 
and let us call the distance to the point of collision beyond 


2 








2% «= y. Now as the speed of the freight is diminished one- 
half, we shall have: 
vu+ y y 
; n bom 
That is, 
vty sy 
= —,and2ny—my=vm; 
2n 
and hence 
m 
y = -———_ v. 
2n—m 
Substituting for v its value in equation (2), we have 
m n—m f nm—m } 


| —|r= 


y= |—-—_ x, equation (3), 
(2n—m J | 


3m \6n—3 = 
If now we add equations (1), (2) and (8), we shall have the 
distance from the beginning to the point of collision. 
3m—n i (2m nm | 
Ree, x= |—+———|2r 
(3m 6n—3m } 


{n—m n—m | 


oT eee = 
(6n—3 m ) 

5 n—3m ) 

|————— | x, equation (4). 

(\6n—3m } 

If to equation (4) we add a, we shall have the total length 
of the railroad. Hence 
(5 n—3 m) 

—— |r+a. 
(6 n—3 m 


' a ~e 
3m 3m 


L 


(5n—3 m) 
And a— | 


#= ——meneraa 
(6 n—3 m) 


r=a, 


(6n—3 m 


n 
Substituting the value of xin equation (6) above, and re- 
ducing, we have 








(6 n°—9 mn +3m?) 


Ve 





( mn? 
The distance is therefore 
(6n—3 m) 
= | a. 


= | 


oe le 
And the number of hours the freight started after the mail, 
which put equal to h. 

| a. 


We have 
If we put d = distance from the starting point to the point 
of collision we shall have 





6 n2—9 mn + 3m? 


d= 








n 
D. SHANAHAN. 





Train Resistances on Curves. 





At the meeting of the American Society of Civil Engin- 
eers, May, 15, W. Milnor Roberts in the chair, a r was 
read on the ‘“ Resistances of Railroad Trains,” by 8S. Whinery, 
who proposed a new formula for the elevation of the outer 
rail on curves, the results of which coincide very closely 
with the old tabular elevations for flat covers and low veloc- 
ities, but call for less elevation for sharp curves and high 
velocities. 

He also gave a theoretical discussion on coning wheels, in 
which he showed that with the ordinary cone of wheels the 
wheels should go around a 3° 30’ curve without flange fric- 
tion. 

Mr. E. P. North called attention to the fact that in the case 
of a truck with the axles allel the advance would be in a 
straight line even if the wheels on one side were decidedly 
smaller than those on the other. 7 

Mr. Emory said that some of the resistances to be met on 
curves were not taken account of by the author, gave his 
theory of curve resistances, and explained some of the an- 
omalous results obtained by the Dudley pe pee atc or 

Mr, Roberts spoke of the advantages of parabolic curves 
and discussed the advantages of different modes of com- 
mencing the elevation of an outer rail. Mr. C. L. McAlpine 
spoke of a curve used at Petersburg, Va., with a radius of 
only 40 feet. A large amount of army stores were trans- 
ported over this curve, hauled by ordinary engines. _ 

The further discussion of the paper was postponed till the 
meeting of June 5, when Mr. O. Chanute is expected to read 
a paper discussing Mr. Becker’s paper on the Madison In- 


clined Plane. 





THE SCRAP HEAP. 


The Sleeping Car was Full. 


He got on the train at Colfax, and, walking into the sleep- 
ing ae pulled out $2, and demanded of the African a 
lower berth. 

“ All full, sah.” . 

‘“‘ Lower berths all taken? Well, I'm develish sleepy ; I'll 
take an upper berth ; but it’s a pretty note that a man can’t 
get a lower berth on this road. Here, chuck that sack into 
some safe place, and be careful and not smash the bottle in 
the top. ake this money, . and zet the bed ready.” 

“De lower berths is all , sah, and so is de upper. 
Eberyting was ‘gaged, sah, before we left Sacramento. 

e se— 

’ * The h—— you say 

When the man finished blowing off his steam he bounced 
out into the other car, slammed down his valise, and woke 
up another man who was snoozing in his seat, to tell him 
that the sleeper was full. The other man informed him that 
ay te eye noel hen put bie carpet-sack under 

The disappon' passenger pu 
a seat, onl’ compessl himself to slumber by running his 
knees as high up on on the back of the next seat as possible, 


” 
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| 
| while he slid down on his own seat as low as he could, until 
the back of his head rested on the top of a brass screw 
which was used in the upholstery. In this position his body 
assumed the form of a letter N turned u said down. At first 
|he imagined he could rest forever in this comfortable posi- 
| tion, and dropped off to sleep. 
| The conductor came along soon and woke him up for his 
| ticket. He was under considerable obligations to the con- 
| ductor for waking him up, as he did, for he found that his 
| joints were getting stiff, and another fifteen minutes of it 
| would have crippled him for life. 
| He next put his sack at the end of the seat and used it for 
| the end of a pillow. When he laid down his head on the 
carpet-sack his cheek became smeared with a fresh quid of 
juicy tobacco which the sack had picked up from the floor. 
tie then remarked ‘‘—— —— —— —— !” a few times, re- 
moved the tobacco, and coiled himself up for a nap. 

He was in good position, and his feet stuck through the end 
of the seat and hung into the aisle. Presently a man got up 
to get a drink, and he had to move the obstruction by pulling 
them through the ornamental work and holding them in the 
air until the man got his drink and went back. By the time 
seventeen other passengers had drank, he concluded his po- 
sition might be improved, and asked a brakeman to turn two 
seats facing each other. The brakeman said he couldn't. 
He had the same luck with a baggage-master and a newsboy. 
He then tried to pick the lock with his knife, and broke four 
blades out of six in eleven minutes. 

At length the conductor came along and fixed the seat. 
He then endeavored to sleep by putting his heels in one seat 
and his head in another. ne seat got the best of the bout in 
ten minutes. He then placed his carpet-sack between the 
seat and sat down on it, with his legs on the top of the seat 
ahead, and his head laid back on the seat behind. The seats 
won this round in twelve seconds, He then took the cushions 
and stretched them on the frames of the seats parallel with 
the cars. 

When he coiled himself up in this position he thought it 
was a veritable ‘‘ Dream of the Alhambra,” and in three 
minutes he was asleep, and in four he thought he had just 
been elected to Congress from his state by an overwhelming 
majority. Then he dreamed he was lost on an iceberg in the 
Polar seas, and woke up to find that a man who had got off 
at Verdi had left the door open, and the cold air of the 
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mountains was pouring in on him. He tried to warm up 
with a drink, but found his bottle smashed, at which he re- 
marked as formerly: “ +” and walked up and down the 
car, repeating it every ten minutes until he reached Reno, 
Next time he travels in the night he says he will engage a 
sleeper a month ahead.— Virginia (Nev.) Chronicle. 


_ A Crooked Road. 


| The Olean, Bradford & Warren Railway must be a very 
crooked affair, or else some of our good temperance men 
here do not tell perpendicuiar stories. They sat on a dry- 
goods box in front of Frank Stevens’ store talking of new 
railroads, and the aforesaid road was mentioned in the fol- 
| lowing complimentary manner: 
| No. 1—Why it’s so crooked that the, train ran around a 
| telegraph post twice. 
| No, 2—Worse than that, it isso crooked that the passen- 
| gers can see the backs of their heads. 
| No, 3—Pshaw, you fellows didn’t notice the curves; why 
it’s so bad that the engineer has to run her like hell to keep 
the rear car out of the engine’s way. 
That was too crooked even for us, and we immediately in- 
vited the boys to take “ somethin’ straight.” 
. $.—None but a Brooks locomotive can run on that 
road.—Dunkirk (N. Y.) Journal. 





Fast Time. 


|_ The Detroit Post and Tribune of May 25 says: ‘ Mr. 
| Forbes and several other directors of the Chicago, Burling- 
| ton & Quincy road, who reside in Boston, came over the 
| Michigan Central at 4 o'clock yesterday morning, and in- 
tended to continue their homeward jou: ney without delay, 
| but through some mistake their car was switched off in the 
| yard and left behind. For their accommodation a special 
train was made up and left Windsor at 9:15 a.m., five hours 
| behind the Atlantic express. The trip to Suspension Bridge, 
a distance of 229 miles, was accomplished in 4 hours and 5 
| minutes actual running time, although 50 minutes must be 
| added for delays, The Atlantic express was overtaken at the 
| Bridge, and the travelers were enabled to continue their trip 
without further delay. They telegraphed back their thanks 
; and acknowledgments to Passenger Agent Firth, and com- 
| plimented the road in the highest terms,” 


LOCOMOTIVE RETURNS, FEBRUARY, 1878. 


Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
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., Lackawanna Vestern, | | | | | 
Bloomsburg Div.¢............ 80) 21 38,610) 1,839).... .|.... ./30.64).... .).. 4.53) .... .| 0.62].... .| 5.42/10.57 
Erie & Pittsburgh*............ 98! 27) 48'912| 11812/38.17).... |/17.9415.90 1.013) 3.27) 4.38! 0.54) 2.17) 6.52/16. 
Ill. Cen., Chicago Div.§......... 25 60) 118,463 1,974 35.56) . . . -|15.24'19.69)..... 3.81) 6.25) 0.30)].... .| 6.00 15.41) 
South Div.§. ........./ 231] 38) 70,768) 2,144/35.29).... :113.08'16.57).... °] 4:97] 5.24] 0.341.222 2) 5.78 16.35 
North hela Div. wwe te - br yr ret - ‘aoe oS aoe ryt! one = --:- -| ee 2 
Spri ee 2} 12) 918 2,577/43.79|.... .|11. .48.... .| 4.57) 3.55) 0.42)... . 4113. : 
Jeraval anc sini) $3 SEAN SARs ASE Gal 2) OS ORL ai SBIR & 
eff’nville, Madison nd’s*.. x | 2, .43 33.56 12.93 17. . 6.39) 0.52) 2.15 18.83) 2, 
I a 721| 62) —s 1,816)26.79 .... .|11.86).....|.....| ren cae 0.46)... .| 38 30.28 ae 
Kansas City, St. Jo. ‘ounci! | | | | } 
BRR cosh. candccns cx ehe 31 88,622) 2,859/45.20).... .| 27.00 21.00 .... | 3.20 6.30) 0.40)..... 6.40/16.30, 2.70) 3.50 
Lake Shore & Mich. Southern. | me pa Pic exe pee 
Buffalo Div.**............... |....| 898 644) 2,018/33.21).... -|19.42 sess eleeee o| 3.71] 9.48) 0.39)... -| 5.8419.44) 3.05) 5.69 
ee RR AS SS) Shes 133) =21,681) yo 7 PE poe hr ake | S18) S00) 0.36). 5.71 17.88 2.72] 5.68 
oe eee ane 5 142) 1,884/26.96/64.60)19.01.... ..... .| 3.94)13.34) 0.45).... .| 5.67 20.82) 3.12) 4. 
Mich, Southern Div.**.. ....|....| 208) 3,744) 1,892 34.24 60.15 22.85 sees sleeee «| 414) 9.93) 0.33].....| 5.82/20.09) 3.55) 4.63 
Little Rock, Miss. River & Tex.| 100) 4! 6,547) 1,637).... .|64.00| 8.00).... .).... .| 6.40) 3.50) 0.70) 2.30) 8.2021,10).... .| 2.25 
Louisv’e & Nash., First Div.**.| 332)....; 100,690, 2,146)29.00/37.75)12.61 .... .).... .) 3.11) 7.98) 0.41) 1.79) 7.16/20.45) 2.25) 2.51 
Second Div.**. 200)... 2,346) 2,146/26.00).... ..11.30).... ...... .| 5.82) 807) 0.51) 1.95) 6.18/22.53 2.05 2.74 
Benge. Ber. 131)... 31,099) 2,146/33 25)..... 13.52)... . 950 0h 3.84) 9.25| 0.52) 2.43) 6.43:22.47 3.04) 2.80 
Nashville | | | 
Docater Dy 122)....| 40,302) 2,146 a0.75).... 12.87}.....).....] 3.37| 8.92) 0.61) 2.08) 6.21/21.19 2.70] 3.00 
s. ‘. Ala- | 
bama R. R.**. 183 en 62,980) 2,146/34.50).... .|12.63).... .|.... | 5.37\ 7.25 0.67) 1.20 6.2120.70 2.25) 2.00 
re b — 88} 8 8,360) 1,045/53.17).... ./24.02 14.50 .... . 0.98) 7.94 0.56).... .| 6.3215.80 4.00). .... 
orthern Cent Elmira | | | 
Canandaigua Divs........... 26.25)... | 5.55) 7.05) 0.65)... .| 5.09'18.94 1.80) 2,16 
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Philadelphia Div.tt.....| -| 2.90) 4.70 0.60)... | 8.20) 1.20, 2.72 
Middle Div.tt..... ...... | -| 440) 4.60 0,50).... .| | 9.50, 1,20) 2.72 
Pittsb’h Div tt... ...... | 221 -| 3.40, 4.90 0.60).. | 890 1.20 2.72 
rea .| 3.40) 5.50 0.50).. | 9.40) 1.20 2.72 
West Penn. Div.tt...... ¥ .| 2.60) 3.10) 0.30).. 6,00, 1.20) 2.72 
Loreerre a hwsiewes yoy fi ge eo oa pad | eo ro Po 
Bedfo Wee V caccccecs _) i) ’ : «| Ge 2. 30)... oo oe] Me 20; 2. 
Pitts., Fort Wayne & Chicago, | | | | 
= Divs SP Sweety: 371| 150; 391,521) 2,610 40.49 .... -/16.54)14.40 0.950) 2.39 3.62 0.58) 1.46 6.07 14.12 1.46 1.46 
INO: ccc occas aeeigelecia Seusleeesadve due BddsedTsNs Gleond ofoses Hesee elec ee PRR aes) eee sine heeds She pealees-d 
Pitts., Cin. & St. Louis, Little, } | | | } | 
EMITS ssccdecccahs. con |197| 37 85,554) 2,319 37.54) .... . 10.23 15.62 1.179 5.59) 7.21) 0.71) 2.10) 5.68 21.29 2.63) 2.00 
a toa L. a ae 224; 86) 206,502) 2,401 28.12).... {90.20 18.05 0.920 6.23 3.45) 0.49) 2.16) 6.00 18.33 0.90 2.5 
t. ron 'l. eg '- | | | | | 1 
kansas Div................... | 325] 32 . 2,347)... .|34.70'14.70).... .|.... «| 3.601 7.48| 0.46).... .| 6.38.17.92.... .| 2.60 
St. Louis & San Francisco]... 328).... 57,216)...... \34.70).... .|16.00. .... rene 3.68) 6.00 0.35).... .| 5.7415.77 2.10 1.80 
Stockton & Copperopolis...... | 49 3 560) 1,187 37.77)|.... .14.41).... .|.... .| 1.50,16.55 0.97) 0.80 9,92 29.74 6.00 5.75 
West Jerseytt................ lyes 16 29,870 Pao aX gaa ba ui | ~~ 7 0.50) ..... hid wee —_ 3.89 
| | 
* Five empty cars suas aete ones. : ™ 
tines Ctenated. é wn = ty ted roy Leta pins vend + onmey - 7 
{Taree caer | i pees pe pay mag 6 miles ‘adem swil acsenee enon’ to tate engines. 
Three empty freight cars as witching engines allow es per hour. 
++ Z *s and wipers’ wages not included in cost mile run. 
ton of coal is 2,000 Ibs., unless otherwise noted; 25 bushels counted to the ton. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den toask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. .Communica- 
tions for the attention of the Editors should be addressed 
Eprror RAILROAD GAZETTE. 





Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umnNs. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
= published, 


A STANDARD CAR AXLE. 


Most of our readers who are interested in the meet- 
ing of the Master Car-Builders’ Association are prob- 
ably aware that the annual convention will be held at 
Niagara Falls, beginning Wednesday, June 12. The 
meeting promises to be a very successful one, and all 
reports indicate that the attendance will be larger than 
ever before, 

The subjects proposed for consideration, and which 
committees have been appointed to report on are: 1. 
Train Brakes for Freight Cars; 2. Substitution.of Steel 
for Iron and Iron for Wood in Car Construction; 3, In- 
spection and Small Repairs of Freight Cars; 4, Im- 
provements in Cars during Current Year ; 5. Dezrease 
of Dead Weight in Passenger and Freight Cars; 6. 
Standard Car Axle. 

The committee on the latter subject was appointed, 
as the printed report says, ‘‘ to gather all the informa- 
tion possible, and to report at the next convention, as 
to whether it would be necessary to make any altera- 
ation in the standard axle.” It is this subject alone 
which will now be discussed. 

It was in 1878, at the meeting in Boston, that the 
present form and proportions for a standard axle were 
recommended. In 1875 the same subject was presented 


| 





at the meeting of the Master Mechanics’ Association | 
held in New York, by a special report on it which was 
supplemented by the following resolution : 





be necessary if made of iron. For this reason it was 
considered, as one member remarked during the dis- 
cussion, ‘‘ that it would be wise to have the question 
kept open a little longer,” before adopting the resolu- 
tion. The same member remarked that ‘‘if the mem- 
bers voted it down, it would not entirely end the 
matter.” Although the report and the resolution were 
very fully discussed, the resolution was 
by a vote of 23 to 35. As intimated in the discussion, 
this did not necessarily end the matter. The only sig- 
nificance of the vote was, that those who defeated the 
measure were not sure that it was wise to adopt it at 
that time. The Association did not adopt any other form 
and proportions for a standard axle; it only declined 
then to recommend that proposed by the Car-Builder’s 
Association. It could be brought up at any future 
time, certainly by any member voting with the major- 


ity, and by a new resolution by any member. This ac- | 


tion was taken at the Richmond meeting of the Mas- 
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lost | 


ter Mechanics’ Association. After the report on wheels | 


and axles was read, a member suggested that some 
measures should be adopted with a view of recom- 
mending a standard for car and tender axles. The re- 
sult was that a committee was appointed and instructed 
to confer with a similar committee appointed by the 
master car-builders, and to report at the next meeting. 
The way is therefore open to joint action of the two 
associations on this very important subject. 

It may be said that this is very slight progress to 
make in five years on.a subject of this kind; which is 
true, but in such cases where the very object aimed at 
is agreement of many people having diverse opinions, 
the progress will necessarily be slow. 

To persons who have not followed the discussion, it 
may seem remarkable that a body of practical men are 
unable to agree upon so simple a matter as the form 
and proportions of a standard car axle. Those who 
have taken part in it can readily understand why this 
is so. When the subject was first discussed, those who 
took part in it, quite naturally, divided into two par- 
ties—the big-axle men and the little-axle men. These, 
as afterward appeared, hecame two irreconcilable fac- 
tions. The little-axle 


men cling to past ex- 
perience, forgetting the changed condition of 


things which made larger axles necessary, and obli- 
vious in a great measure of the laws of friction which 
govern the whole subject. The consequence was that 
in the Master Car-Builders’ Association there was one 
party in favor of an axle with a journal about 314 or 
314 in. X6 in. long, and another class in favor of one 
4 in. diameter by 7 or 8 in. long. The standard deter- 
mined. upon, 3°47 in., was a compromise between 
these two parties, made with the hope that both would 
be reconciled. Possibly it would have been wiser if no 
such effort had been made, and if two standards had 
been recommended, one with journals 31 x6 in. and 
another 4X8 in. The result would probably have been 
that the little-axle men would have used the 
first, and as late experience has shown, the progres- 
sive men would have used the larger one. One 
of the committees which reported on this subject gave 
a table in which, if our recollection is correct, there 
were seventy-two different standards given which 
were in actual use on railroads. If these could be re- 
duced to two it would of course be a great step gained, 
but if all the railroads could agree on one standard it 
would be very much better. 

It was also thought by some of the small-axle men 
that the decision in favor of the standard that was rec- 
ommended was in a measure forced through the con- 
vention which decided upon it, and that it was not dis- 
cussed as fully nor as freely as the importance of the 
subject demanded. The attitude in which the ques- 
tion now stands will give an opportunity to dis- 


cuss it as thoroughly as may seem desirable. 
The disposition which was manifested at Rich- 
mond indicated that the members were preparad 


to consider the subject quite impartially, and the 
committee appointed is made up of big-axle men and 
little-axle men. It would seem desirable, too, to invite 
the Eastern and the Western Railroad Associations to 
send one or more experts to confer with the two com- 
mittees with reference to this question. An agreement 


of a commission of this kind would, it is believed, | 
‘* That | insure the general adoption of whatever standard they | the increases are eight of more than 20 per cent., and five of 
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over 60,000 miles of railroad with the common gauge 
of 4 ft. 81gin., over which cars pass from one line to 
another, and it is a daily occurrence to dispatch them 
from Boston to San Francisco—a distance of over 3,000 
miles. In fact, cars are interchanged over this vast 
network of railroads, and therefore it would seem to 
be of the utmost importance that their construction 
should be such as would most facilitate their repair. 
Now, what do we find? Instead of uniformity, the 
greatest diversity. Even the screws and nuts made in 
one place will not fit those made in another. Every shop 
has a system of threads of its own; neither the num- 
ber of threads to an inch, their form, nor the diameters 
of the screws agree, so that when repairs are needed 
often both the bolt and the nut must be removed and 
| thrown away in order simply to replace a nut which 
has been lost. 

The most casual observation will show that the 
| parts of cars which are subject to the most wear, and 
which oftenest need to be replaced, are the journal 
bearings; and yet instead of having a common form 
for these, they are of almost endless variety, and at 
sach station where through cars are inspected a per- 
fect museum of different patterns of brass bearings 
must be kept on hand. 

It is much easier, however, to point out an evil than 
to effect a cure. The roads with a common gauge have 
an enormous equipment, which will not be changed by 
any resolutions which any association may adopt. All 
| that can be accomplished, therefore, in this direction, 
is for the different associations to coéperate and simply 
recommend a standard form and porportions for axles 
and other parts of cars. If this is done, then those 
roads which have no standard, or those which are dis- 
posed to change theirs, will be able to select one which 





has the authority of those associations which have or 
should have the most knowledge, if not the most 
authority, on such subjects. 

It would be unfortunate if there should be any 
change from the decision made by the Car Builders’ 
Association, and yet there can be no doubt that if after 
a full reconsideration of the subject the. committees 
appointed should reiterate the conclusions of the Master 
Car Builders of five years ago, it would promote 
the introduction of that pattern of axle very much. It 
is, therefore, to be hoped that the whole subject will be 
very fully and impartially discussed, and that this dis- 
cussion may be conducted with the idea constantly in 
view that what is to be aimed at is wnanimity. It 
would be better to agree upon a poor standard than not 
to agree at all. 
tions seem to have the opinion that by some process 
the best form and proportions for car axles must be 
absolutely determined. From the very nature of 
things thisis impossible. The agreement must be very 
much like that of a jury which does not think alike, 
Personal predilections must be surrendered, in a great 
measure, and those who think they are infallible must, 
in such cases, give up) to those who do not make any 


Some of the members of both associa- 


such claims. 

The exhibition of human nature in this question has 
at times been amusing. There are men interested in 
this subject who are willing to admit that 31g in 
is the proper diameter for a standard car-axle journal, 
but who, it is verily believed, would submit to tor- 
ture rather than agree to having it a quarter of an inch 
larger, These people are bent upon having a standard 
which is absolutely right, which means practically one 
that they think is right. As has been said before in 
deciding this question, agreement is what must be 
aimed at and not absolute rightness. 

April Earnings. 

Railroad earnings for April are reported in our table for 32 
railroads with 16,255 miles of road, which is 524 miles, or 
8.2 per cent., more than they worked last year. The aggre- 
gate earningsof these roads for the month this year were 
$7,791,074, which is 14.3 per cent. more than they were last 
year. The earnings per mile increased from $424 to $464, 
or 9.4 per cent.—a very large increase. The whole mileage 
reporting is about 2019 per cent of the total in operation in 
the United States, but is hardly representative of it, very 
| few of the Eastern roads reporting. Of the 32 reporting, 
| 20 show an increase in earnings, and many of the increases 
are large, while most of the decreases are small. 





Among 


his association concur with the Master Car-Builders’| might propose. It may seem to some readers that a| more than 50 per cent., with several roads the change being 
° ° : . . | . o | . 
Association in recommending the adoption of the | great deal of talk and time has been devoted to this | froma season of unexampled dullness to one of unexampled 


standard for car and tender axles which that associa- | 
tion has proposed, when said axles are made of iron.” | 
The last clause of this resolution should be | 
‘noted, because it was introduced in order to obviate | 


the objection which ultimately defeated the resolution. | 





At that time steel axles were, it may be said, just fairly | necessarily follows, and with uniform patterns for 


subject, much more than it deserves. 


patterns for the other parts of car trucks. A common 
pattern for journal bearings and journal boxes almost 


coming into general use, and one of the arguments ad- | these parts, a standard truck can easily be designed. 


vanced in their favor was that, owing to the greater 


strength of steel, if axles were made of that material, | unwillingness to take the first step which is so fre- 
they might be of considerably smaller size than would | quently manifested. We have now in this country | ciation report. During the month they were engaged in 


It should be | activity in traffic. 
known, though, that a standard axle is the first and a | 
requisite preliminary to the adoption of uniform | Chicago. 


There are reports from five roads that carry produce to 
These had in the aggregate 5,182 miles of road 

last year and 5,306 this. Four of the five show an increase 

in earnings, amounting in the aggregate to 27.7 per cent. 
| Seven roads, with 2,540 miles of road both years, carry pro- 
| duce to St. Louis. Two of these show an increase and the 
| other five a decrease, and in the aggregate there is a decrease 


The remarkable part about all this question is the | of 1.7 per cent. 





Three of the roads belonging to the Southwestern Asso- 
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a vexatious contest for the traffic of the Missouri 
River points. One of these shows a trifling increase in 
earnings and the other two small decreases. It is known 
that this traffic was exceptionally great in April; but for 
that knowledge, the fact of the railroad war would not be 
suspected from the reported earnings. 

The largest increase in earnings are for the most part on 
the grain carrying roads, and chiefly on those which carry 
grain on the way to Lake Michigan. 

For the four months ending with April—the first third of 
the year—we have reports from 31 railroads, which had in 
the aggregate, 16,305 miles of road, an increase over the 
mileage worked by them last year of 556 miles, or 3.5 per 
cent. The roads earned in the aggregate this year $29,546,- 
296, which is 10.8 per cent. more than they earned for the 
corresponding four months in 1877. Their average earnings 
per mile of road increased from $1,694 to $1,812, or 7 per 
cent. Of the 31 roads reporting, ten show a decrease in 
earnings per mile. An increase of more than 20 per cent. is 
reported by nine roads, and the following enormous increases 
are reported by four roads: Burlington, Cedar Rapids & 
Northern, 66.8 per cent.; Burlington & Missouri River, 
in Nebraska, 64.1; Chicago, Milwaukee & St. Paul, 59.6; 
Southern Minnesota, 76.1. 

Last year the average decrease in earnings per mile of 31 
lines reported for April was 3.3 per cent., and, of 30 roads 
reporting for the four months, it was 7.7 per cent. This 
year, then, seems to have restored the roads abvut to the 
position of 1876, which, for the first few months of the year, 
was an unusually favorable one. For April, the results this 
year are much more favorable than in 1876. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Colorado Central.—The Narrow-Gauge Division is extend- 
ed from Black Hawk, Col., to Central City, 41g miles. It is 
of 3 ft. gauge. 

Fort Dodge & Fort Ridgeley.—Track laid from Fort 
Dodge, Ia., north to Humboldt, 16 miles. 

Toledo & Ann Arbor.—Completed by laying track from 
Dundee, Mich., southward to Toledo, O., and from the Macon 
River northward to Ann Arbor, 48 miles in all. It is of 3 
ft. gauge. 

Lehigh & Lackawanna,—Extended from Chapman, Pa., 
northeast to the Wind Gap, 10 miles. 

This is a total of 731¢ miles of new railroad, making 385 
miles completed in the United States in 1878, against 393 
miles reported for the corresponding period in 1877. 


New YorK and CuIcaGo have just about kept pace with 
each other this year in grain business. From Jan. 1 to May 
27 the figures have been, in bushels: 

Chelommo TMOOkRER. § ...0.s.ceccvesccescsecctescesecgeoceons 36,630,777 


Cietonmto SR pemeMts: «2.22 ccc esc cicsescncustsbtbeveceny 36,573,284 
Wow TOE FOCCHHS, 2.0.0 ccecceses cccsescotscshcavonceveed 36,689,071 


There is no particular significance in this coincidence. Chi- 
cago receipts are probably more thoroughly distributed than 
those of any other Northwestern market, and not especially 
likely to go to New York except when navigation is open. 
However, New York and Chicago receipts have usually not 
been very far apart, as will be seen by the following state- 
ment of them (not including flour) for the past six years: 








Chicago. New York. 

SR a ALEKS, 35 bead na whn bis ode noes 81,532,779 75,025,915 
ON OIE PERIENCE 73,732, 174 
_, SE er rete 83,611,658 86,321,263 
1875. Sd sacs SIG th 0 rei gio o's 4-800 73,342,316 
BY wa ncu cy cape weed “een o6n4ondct ene 83,437,096 75,005,775 
Bee ieitbn a whee ccc heed wesdeutoenbs 82,306,260 83,808,418 
yr. | 4. Gree ...488,910,842 467,235,861 
DIES sais ko i xpin be cnwhesovante 81,485,140 77,872,644 


In three of the six years, as we see, Chicago receipts have 
exceeded New York receipts, and in the aggregate the for- 
mer have been nearly 5 per cent. greater than the latter. 
Considering the fact that Chicago is a source of supply com- 
mon to all the ports except New Orleans, and that within 
the six years there have been great changes in the amounts 
going to Philadelphia and Baltimore, it is somewhat remark- 
able that Chicago and New York receipts should have re- 
mained so nearly equal and so nearly the same. Chicago has 
once (1873) exceeded its average by 71¢ per cent., and has 
once (1875) fallen below it by 15 per cent.; but both the 
first and last years of the six show almost exactly average 
receipts. New York has once (1874) exceeded its average 
by 11 per cent., and once (1875) fallen below it by 6 per 
cent. From these figures (which, be it remembered, ex- 
clude flour) it is not possible to trace any general change in 
the grain traffic of either city. Indeed, they are 
to a great extent influenced by the same _ cause 
—the relation between rail and water rates. When 
water rates are much the lowest, Chicago attracts 
grain from a vast territory to the south of it, which 
has a rail outlet tothe East much shorter than that to 
Chicago; when the rail rates are about as low as the water 
rates, it depends more on the district in its own latitude and 
to the north of it. New York’s advantage by a difference in 
rates in favor of the lake and canal route need no explana- 
tion. But while this explains why the receipts of New York 
and Chicago should fluctuate together, it is no reason why 
they should be approximately the same in amount. That is 
apparently accidental. 

THE TERMS OF THE Kroxux & Des MomNnes LEASE are 
announced this week in a circular of the directors to the 
stockholders, or at least they are partly stated. The present 
bonds of various kinds are all to be retired and to be re- 
placed by asingle issue of $2,750,000 5 per cent. bonds, 
guaranteed by the Chicago, Rock Island & Pacific Company, 
and therefore certainly good. The latter also is to pay 
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; ” | 
| $6,098 for 6,098 out of 15,240 shares of preferred stock, and | 


| $7,200 for 14,400 shares out of 24,000 shares of common 
| stock, giving it 20,498 out of 39,240 shares of both kinds, 
which will enable it to control the company. The fixed 
charges of the Keokuk & Des Moines Company will, by this 
arrangement, ,be reduced to $137,500 per year, or 


less than $850 per mile of road, instead of $181,- 
500, or $1,119 per mile, which is what the 
bonds now call for. Yet doubtless the new bonds | 


guaranteed by the Rock Island will bear a much higher 
price in the market than the old ones with their higher rate 
of interest, which was not sure to be paid, and which, in 
fact, the company has not always earned enough to pay. 

What is left indefinite by the circular as to the terms of 
lease is with regard to the rental. The circular says that a 
percentage of earnings is to be set aside, and all its surplus 
over interest is to be dividéd among the stockholders. The 
amount of rental depends largely upon this percentage, 
though it must be remembered that 40 per cent. of the divi- 
dends on the preferred stock and 60 per cent. of those on the 
common stock will go into the treasury of the Rock Island 
Company, as the owner of the stock. 

Heretofore, we believe, even in the worst years, the net 
earnings of the Keokuk & Des Moines have been equal to the 
fixed charges under the proposed arrangement, which has 
yet to be consummated by vote of the stockholders and vot- 
ing bondholders of the company. There is, we suppose, no 
doubt of their favorable action. Their securities will 
doubtless be materially increased in value by the lease to a 
company of such good credit. 


THE GRAIN MOVEMENT is extraordinarily active, greatly 
to the advantage of the Northwestern railroads, which for 
the most part are getting remunerative rates for carrying. 
Farmers are now bringing to market their stocks, especially 
of corn, which latter they have had little opportunity to 
market heretofore, the grain not being in condition until 
late in the winter, and the roads being bad most of the time; 
and the very early spring demanded all the farmer’s atten- 
tion to preparing the ground for and putting in the new 
crops. That work is now done in most of the corn country, 
two weeks or more earlier than usual, and the interval be- 
fore harvest, or what can be spared from cultivating the 
corn, is largely given to marketing what is left of last year’s 
crops. This explains why the movement is extraordinarily 
heavy for the season, the grain coming forward in May 
which usually, however abundant, had to wait until June. 
The fact that the Northwestern receipts are now exception- 
ally large for any season of the year, exceeded, if at all, 
only during some fall months when the demand was pressing, 
is due doubtless to the fact that there is a great surplus in 
the country which the farmers are determined to be rid of, 
as they anticipate enormous cropsagain this year. But while 
the earliness of the season accounts for the present unusual 
activity, it will also probably compel an equally early sus- 
pension of shipments, when the harvest will require all the 
time of the farmers; and if the shipments from the North- 
western markets k eep as close to their receipts as they have 
been heretofore this year, there is reason to expect more 
than the usual midsummer dullness. Hitherto stocks have 
not been permitted to accumulate at the Northwestern 
markets, where there is storage room for tens of millions of 
bushels. The grain has gone forward about as fast as it has 
come in, before as well as after navigation opened, and the 
stocks on hand have hardly equaled a wee‘’s shipments. 

The railroads between the Westand the Eastern seaboard 
are not profiting much by the heavy movement, as the rates 
by water are so low as to prevent the roads from getting a 
large share of the grain, and the rail rates are too low to 
leave them any profit or anything more than an exceedingly 
minute one. But it has been but seldom that these roads 
ever have made any considerable profit from this traffic in 
summer, so they can hardly be said to be losing anything. 
The grain traffic is and always has been chiefly important to 
the roads in the upper Mississippi valley, which do not have 
to pro-rate with the Eastern lines, but get a reasonable profit 
on the traffic. These—and they havea mileage several times 
as great as that of the roads from the Northwestern markets 
to the seaboard—are enormously benefited by a great grain 
movement. 


LAKE AND CANAL RarTEs have both advanced a little dur- 
ing the past week, though the advance in lake rates is very 
little—about an eighth of a cent a bushel, and in some cases 
a quarter of a cent, perhaps, leaving the last quotations 
about 1% cents per bushel for corn from Chicago to Buffalo 
and 2'< for wheat, with a pretty firm feeling which will per- 
haps result in another slight increase, as the amount going 
forward is enormous, and most of it goes by lake, in spite of 
the rate of 20 cents per 100 Ibs. by rail. The advance in 
canal rates is more considerable, last Tuessday’s quotations 
per bushel from Buffalo to New York being 5% 
cents for wheat, 544 for corn and 3% for oats, which 
is about half a cent higher all around. Vessel-owners 
complain of the low rates, and some of the smaller vessels 
are said to contemplate lying up for a time until they im- 
prove. But the very large vessels and the steam barges 
work as if they found some margin of profit in spite of the 
low rates. Apparently the small vessels are doomed for 
the grain traffic, and, what is isnportant for the railroads to 
consider, the growing fleet of large carriers is likely to make 
the low lake rates of this and the previous two years, or 
something like them, the ruling rates in the future. There 
is no prospect whatever that the lake rates hereafter will 
ever reach (except perhaps in sotme’ emergency) 
the rates common before 1873, when sometimes 
the average for the whole season’s business was 
5, 6 or 7 cents a bushel. At present the large vessels 





| per mile. 
| about two-and-a-half times as high. 
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seem to thrive on an average rate of 2 or 2%% cents a 
bushel, with 25 cents a ton for back cargoes of coal. The 
distance is nearly a thousand miles. The present corn rate 
is about 0.075 cent, and the coal rate less than 0.08 per ton 
The current rate from New York to Liverpool is 
In proportion to the 
distance the canal rate is more than five times as high as the 
lake rate. If grain could be carried through to the sea-board 
as cheaply as it is from Chicago to Buffalo, it would be worth 
but about three cents a bushel more in New York than in 
Chicago. The Canadians hope to approximate this by im- 
proving the Welland Canal, but the 400 miles from Lake 
Erie to Montreal will have some 35 miles of canal, which, 
though deep and wide, will not be equivalent to the open 
lake, and half of the rest will be river navigation, which may 
be as favorable for steamers, but not for sail vessels. 


THE EAST-BOUND FREIGHT APPORTIONMENT, which went 
into operation March 11, was made for the period of three 
months, and it therefore expires June 11. There have been, 
we believe, very few transfers of freight under this scheme, 
to effect the agreed divisions of traffic ; at least there are 
few places in which such transfers have been made ; but 
reports of the traflic have been made and preserved, which 
will serve as a basis for transfers hereafter. As an appor- 
tionment scheme, the arrangement has hardly had a fair 
trial, rates not having been maintained more than half of 
the time; but the statistics kept are very valuable and will be 
available for many purposes, even if no apportionment is 
made hereafter. One of the most important things to know, 
when there is a contest over a given traflic, is the total 
amount of that traffic. Strange as it may seem, 
this often does not seem to affect the conduct of the 
parties to such a contest. I contend that your policy con- 
cerning shipments of black-walnut lumber from Woodville 
deprives me of my just share of the traffic; I retaliate, and 
the value of Woodville traffic in all freight, and of many 
other places also, is wholly destroyed. After having lost a 
hundred thousand dollars in our struggle, we agree to restore 
the status quo ante bellum, and paying rates are established 
again. Now, probably enough, the total yearly receipts for 
black-walnut lumber shipped from Woodville were less than 
$10,000, Such things happen, but it is hardly conceiveable 
that they could happen if you and I both knew before- 
hand just how much—or how little—the traffic is 
worth concerning which we do not agree. Now 
if nothing further comes of the present agreement, we may 
at leasthope that the positive knowledge gained concerning 
the trifling value of certain kinds of traffic may prevent future 
disputes concerning that traffic ; that if we are to have rail- 
road wars over east-bound freight in the future they will 
be over traffic that is worth fighting for. For instance, 
there are probably some people who would have thought it 
worth while to enter into a costly struggle to prevent the 
diversion of high-class freights to the East. Now we un- 
derstand that the reports showed that for several weeks the 
shipments of first and second class freight from Chicago 
averaged but about one full car-load daily, and that the 
first, second and third classes together were less than two 
per cent. of the total shipments. Knowing this, it is not 
probable that there will hereafter be any great trouble about 
this freight. 

The troubles which disturbed this scheme for several weeks 
seem now to have ceased, for the most part, at least, 
and it would appear desirable to continue it after the 
expiration of the three months, so that it may have a 
fair trial. Nothing has been determined so far, but it 
seems to be the general impression that it will not be con- 
tinued. A meeting of the companies which are parties to 
it will be held before the 11th. One was called for the 5th, 
but as not all the principal companies could be represente 
then, it was post poned. » 


THE ATLANTIC & GREAT WESTERN’S FUTURE has been a 
subject of speculation recently, and really somebody seems to 
have been paying some attention toit. English journals of 
May 18 note considerable purchase of anda sharp advance 
in the first-mortgage bonds, said to have been bought on 
American account. No recent steps have been taken with. 
regard to carrying out the reconstruction scheme, which, 
indeed, seems now to be considered impracticable. A meet- 
ing is to be held in London, June 4, to consider a further 
report from the re-organization trustees. 

Tue Cuicaco & NORTHWESTERN ELECTION, which will 
be held next week, continues to attract a great deal of atten- 
tion—more, we should say, than its importance demands. It 
seems to be commonly supposed that the management is like- 
ly to be revolutionized by a change in the directory. Now, 
the fact is, that under any circumstances the new directory 
will have two-thirds of its members from the old one; and 
it appears that there have been no differences of policy 
dividing members of the old board, that ever came to light; 
and the different parties now asking for proxies have not 
been able to assign any such difference as a basis of favor to 
one or exclusion of the other party. Moreover, as nearly as 
can be ascertained, the whole contest is as to the election of 
one man. His opponents do not object to his party, but to 
him; and are willing to accept any of his supporters in place 
of him. This is a sufficient indication that the contest is not 
concerning a policy. It is not at all probable that any 
marked change in management of the road will be made, 
whatever party may succeed at the next election It seems 
to be assumed by many that a party of stockholders cannot ~ 
unite to get somebody in or keep somebody out of their direc- 
tory without having some vast and mysterious object in 
view. In truth, stockholders are wonderfully like other 





people. They vote a man in sometimes because they like him ; 
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and they vote one out sometimes simply because they don’t 
like him. 

The directors whose terms expire this year are Jay Gould, 
Harvey Kennedy, 8. M. Mills and John Bloodgood, of New 
York; Wm. L. Scott, of Erie, Pa.; and J. L. Ten Have, 
of Amsterdam, Holland. Of these Mr. Gould was not | 
elected by the stockholders, but was chosen a little more than 
a year ago by the directors to fill a vacancy caused by the 
resignation of the late John F. Tracy. 





NEW PUBLICATIONS. | 
A Manual of Engineering Specifications and Contracts :| 
designed as a text-book and work of reference for all who | 
may be engaged in the theory and practice of engineering. | 
By Lewis M. Haupt, Professor of Civil Engineering in the | 
University of Pennsylvania. | 
The author of this book has bundled together 24 specifica- | 
tions of various structures, and appended to them a series of 
questions. Very many of the latter are not answered either | 
in the specifications themselves or in the glossary of termes} 
which isadded, For instance, an page 69 a specification re- | 
quires faces of cut stone to be bush-hammered. The corres- | 
ponding question on page 203 is, ‘‘Define bush-hammered.” | 
In the glossary, a bush-hammer is defined as ‘‘a mason’s | 
large breaking hammer;” so that a student would infer that | 
the top of the coping of a canal lock ought to be broken with 
a large hammer, 





Again, on page 151, the specification for a railroad requires | 
the timber on each side of the road to be slashed for a cer- | 
tain width, The corresponding conundrum is “ Define | 
slashed.” 

The glossary is discreetly silent. 

To enumerate the absurdities in the questions and the glos- 
sary would be tiresome. Both bear unmistakable signs of 
having been prepared by a tyro in engineering. One defini- 
tion in the glossary must not be overlooked, however. 

It is **‘ Bonus; a consideration; a premium or award offered 
for work completed before a certain time; hence it has be- 
come the synonym for work which has been hastily and im- 
properly done.” 

Another specimen of ‘cross questions and _ silly answers” 
may be found in comparing the sewer specification on page 
98, which requires ‘ bulls-eyes” for connection with branch 
sewers to be inserted, with the definition in the glossary: 
“* Bulls-eye—a small round window or light : a lantern.” 

A slender rivulet of introductory matter to the extracts 
meanders through the book, and in the chapter on contracts 
enlarges into a pool of eight pages, purporting to be an ab- 
stract of the law of contracts. Many of the points enumer- 
ated are valueless. The only authorities quoted are the Pro- 
phet Jeremiah (whose rulings are not known to be accepted 
in our courts) and a ruling in a Philadelphia court on a point 
which has frequently been decided the other way. 

Looking at this work as a ‘ text-book,” it is deficient in 
arlalysis of the requirements and forms of a specification and 
contract, and is incorrect in many points where it attempts 
to instruct. Looking at it as a “ work of reference,” it is of 
no value. The different forms of specifications given are 
not similar in their arrangement of items and conditions. and 
no clue is afforded as to what form is best. A book of in- 
struction and reference should speak with authority, and not 
leave the person consulting it to decide for himself from a 
mass of conflicting statements. 

As regards measurement of artisans’ work, the statements 
are defective in that the localities where the different modes 
of measurement are practiced are not given. For instance, 
it is stated that brickwork is often measured by the rod, and 
that the dimension of the rod varies from 1614 square feet to 
324 square feet ; but no intimation is given where one might 
expect to find any one system in use. 

The assertion is made that a cubic foot of brick work is 
assumed to contain 20 bricks, a cubic yard 600 bricks, and 
a perch of 22 feet 500 bricks, These assumptions are incon- 
sistent in themselves and moreover are not true, for the 
bricks made in New Hampshire take 675 to the cubic yard, 
in Boston 594, in New York 575, in Washington 470, and in 
St. Louis 450. . 

That a book such as this claims to be is wanted, no 
engineer will deny. That this book supplies the want, no 
engineer of experience will acknowledge. 


1 Pocket Railroad Report is provided for by a very con- 
venient blank form designed by Mr. Thomas D. Maurer, 
Auditor of the Texas & Pacific Railway. We gave some 
account of thisform as it was originally designed by Mr. 
Maurer, simply for use on his own road. When the blanks 
for twelve separate months were bound together, they made a 
thick and heavy volume which few would find room for in 
a pocket. Now Mr. Maurer has had a form prepared for 
a single month, with a morocco case from which it can be re- 
moved at pleasure to make room for another form for an- 
other month. In this way a thin, light and flexible pocket- 
book is formed, while room is still kept for most of the 
figures which a_ railroad officer needs to enable 
him to know just what his road has been doing, 
in comparison with the previous year. The first form, cover- 
ing two pages, is headed ‘‘ Earnings and Expenses from All 
” Three columns to the left are for the figures of | 
the month, seven to the right of the titles for the part of the 
fiscal year ending with that month, two columns for the two 
years compared, and one for the increase or decrease, and, 
for the longer period, columns being given for the figures 
per mile of road marked and also per train mile. First, 
there is a consolidated statement in the three lines ** Gross 
Earnings,” ‘ Operating Expenses,” and ‘+ Net Earnings.” 
Below eleven heads are given for earnings and five for ex- 
penses, with ten or twelve blank lines in which other heads 


Sources. 
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may be written. By writing decreases with ink of a differ- 
ent color from that in which increases are written, the re- 
sults can be more readily distinguished. 

Then follows two pages of passenger and freight statistics, 
the statistics being for both traffic and revenue; two pages 
of ‘ locomotive and car mileage statements,” in which places 
are given for much very valuable information which we 
fear many companies could not fill, for lack of records. For 
instance, among the heads are those for the average number 
of cars and average cost per car per mile in both passenger 


and freight trains, and in both directions, and for freight | 


trains the average numbers loaded and empty in both direc- 
tions are called for. Then follow very full statements of 
expenses, ‘“ Conducting Transportation” under 32 heads, 
‘** Motive Power” under 23, ‘‘ Maintenance of Cars” under 
19, and ‘* Maintenance of Way” under 12, with blank lines 
for more under each general head. The old forms gave 
columns for a division of expenses between passengers and 


freight; for these are substituted ‘labor ” and ‘ material” | 

in the new one, which will be much more valuable to those | 
| 

|who have to supervise the expenditures of a road. All 


items of expense are given per mile of road and per train 


mile, as well as in gross. The columns per train mile are | 


substituted for those which were headed per cent. of increase 
and decrease in the original form. 

The remainder of the book is chiefly occupied by state- 
ments of freight received and forwarded from each station, 
given under the several heads ‘‘ general merchandise,” “‘ man- 
ufactures,” ‘‘ cotton,” ‘“ grain,” “flour,” ‘‘ miscellaneous,” 
“agricultural products,” “‘live stock,” ‘animal products,” 
‘‘ products of mines, etc.,” ‘‘ government freight,” ‘* contract- 
ors’ freight,” ‘construction,’ ‘railroad material,” ‘ com- 
pany’s service,” ‘‘ total for month” and “total,” for the part 
of the fiscal year that has expired, compared with the cor- 
responding part of the previous year. Under each of these 
heads both tons and revenue are given, and wonderfully lit- 
tle room is required for it, and reference to any item is made 


very easy. There are lines for 42 different stations. In | 


many cases probably it would be preferable to give the fig- 
ures only for the principal stations, and lump the others under 
‘‘ other stations,” or ** other stations on Blank Division,” or 
‘stations on Blank Branch.” But as no names are printed 
for stations, entries can be made to suit the par- 
ticular case, the object being to give the infor- 


mation that is needed and make it readily | 


accessible and intelligible. A number of blank pages are 
given with room enough for a balance sheet, income account 
or whatever may be desirable, and special provision is made 
for a consolidated statement of some of the chief items of 
information for each month for three consecutive years. 


The new form is general in its character—that is, it is made | 


to be used on any road, and has no name of station or other 
thing—nothing printed on it which is peculiar to any spe- 
cial road. It seems very ingeniously designed to contain 
a great deal in a small space; and, so far as we are able to 
judge from a hasty examination, it seems to cover the 
ground extremely well, giving the information that is most 
desirable for an understanding of the course and conduct of 
a railroad’s business. But even if it were not perfectly 
designed, its portability and the readiness with which it may 
be referred to would strongly recommend it to intelligent 
officers who desire to keep themselves thoroughly informed 
as to their business. Figures are not easily held in the head, 


and it often is extremely convenient to use them when the | 


regular records are not immediately accessible. With such 
a pocket- book filled out to date, the railroad officer always 
has with him material for study which can be utilized on the 
road and at odd moments. 


The Railway Enterprise is the-title of a new monthly 
journal, published in Chicago by Mr. Day K. Smith, 
‘devoted to the interests and welfare of all persons employed 
in the railway, steamboat, express and telegraph business.” 
The prospectus announces that it is intended to be in many 
respects a general family paper, containing miscellaneous 
news and articles, as well as technical matter. The first 
number issued, for May, bears this general character. Mr. 
Smith is pretty well known as a railroad man, having been 


formerly Assistant Superintendent of the Toledo, Peoria & | 


Warsaw Railway, and being at present Northern Passenger 
Agent of the International & Great Northern. 


This reminds us that there has been published for some | 


months in Toledo a journal of somewhat similar character, 
also a monthly, entitled The Railroader, which has given a 
good deal of personal news, published originally Mr. Leland’s 
interesting history of the Lake Shore & Michigan Southern 
Railway, and has shown considerable judgment in selecting 
matter interesting to railroad employés. 

Also, several numbers have appeared of another railroad 
monthly, the Railway Purchasing Agent, published in 
Chicago by the publisher of the Chicago Railway Review, 
and very largely devoted to the publication of the papers, 
discussions, announcements, etc., of the Purchasing Agents’ 
Association. 
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MEETINGS AND ANNOUNCEMENTS. 


General 





Meetings. 

Meetings will be held as follows: 

Chicago, Rock Island & Pacific, anhual meeting, at the 
office in Chicago, June 5. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 6, at 1 p. m. 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
Office in Milwaukee, June 8, at noon. 


Grand Rapids, Newaygo & Lake Shore, annual meeting, | 


at the office in Grand Rapids, Mich., June 20, at 2 p. m. 
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| Dividends. 

Dividends have been declared as follows: 

Fitchburg, 314 per cent., semi-annual, payable July 1. 

Iowa Falls & Sioux City (leased to Illinois Central), 1 per 
cent., payable June 1. 

Railroad Conventions. 

The twelfth annual meeting of the Master Car-Builders’ 
Association, will be held at Niagara Falls, N. Y., beginning 
Wednesday, June 12. 

_ The Yardmasters’ Mutual Benevolent Association will hold 
its annual convention in Chicago, June 5. 


Foreclosure Sales. 


The property of the Baltimore, Philadelphia d& New York 
Company, consisting of the charter and a little right of way, 
was sold recentiy under foreclosure and bought for $75 by 
H S. DuPont and others connected with the Wilmington & 
Northern Company. The company was originally the Juni- 
ata & State Line, and was to build a line from Philadelphia 
to Baltimore with several long branches. It did little or 
nothing, however, except to issue some bonds, and make an 
agreement to consolidate with the Wilmington & Reading, 
which was never completed. 

Future sales are noted as follows: 

The New Jersey West Line road will be sold under fore- 
closure of mortgage at the Court House in Newark, N. J., 
June 29. The property will be sold in five parcels: 1. The 
franchise, right of way, etc., from Newark to the Delaware 
River, including the finished road from Summit to Bernards- 
ville (20 miles) and the graded road-bed from Summit to 
Lyons Farms. 2 and 3. Two locomotives wth tenders and 
appurtenances. 4. Three gravel and six flat cars. 5. A lot 
of old and new rails, spikes, etc. The sale is under the first 
mortgage dated March 11, 1870, to Theodore F. Randolph 
and Benjamin G. Clark, Trustees. 

The sale of the New Jersey Southern road did not take 
oF May 24, as advertised. No other date has been set. 

t is said that the recent decision of the Court of Appeals, 
setting aside the Chancellor’s decree as to certain claims, 
will make a new or amended decree of sale necessary. 


ELECTIONS AND APPOINTMENTS. 


American Society of Civil Engineers.—The following ad- 
ditions to the list of members are noted in the February 
Transactions (just published): Albert Noble, Assistant 
United States Engineer, Sault Ste. Marie, Mich., is promoted 
from Junior to Member. Capt. James C. Ponst, Corps of 
Engineers, U. 8. A., Savannah, Ga., becomes Member. The 
The following are admitted as Juniors: Edmund Heyer, of 
Buffalo, N. Y.; Norman B. Kellogg, of San Francisco, Cal. : 
and Edward Prince, of Faris, France. Mr. C. P. Sandberg, 
of London, resigns as Member. 


Atchison. Topeka & Santa Fe.—The new board has 
reélected Thomas Nickerson, President; Wm. B. Strong, 
Vice-President and General Manager; E. Wilder, Secretary 
and Treasurer; George L. Goodwin. Assistant Secretary and 
Assistant Treasurer. ; 

The meetings of the company’s leased lines were held as 
| follows: Florence, Eldorado d& Walnut Valley, at Eldorado, 
| Kan., May 15: Directors, T. P. Alexander, Florence, Kan. : 
T. B. Murdock, Ed. C. Ellet, A. L. Redden, Eldorado, Kan. : 
Joseph Nickerson, Thomas Nickerson, Alden Speare, I. T. 
Burr, F. H. Peabody, Boston; President, Alden Speare; Vice- 
President, T. B. Murdock; Secretary, A. L. Redden; Treas- 
urer, Thomas Nickerson. Kansas City, Topeka d: Santa 
| Fe.—Election May 17: Directors, F. H. Peabody, Joseph 

Nickerson, Thomas Nickerson, B, P. Cheney, Alden Speare, 
C. W. Pierce, G. B. Wilbur, D. L. Lakin, A. J. Dull, J. E, 
Perley, J. R. Mulvane; President, F. H. Peabody; Secretary 
and. Treasurer, Thomas Nickerson. Pleasant Hill & De 
Soto.—Election May 17: Directors, Joseph Nickerson, 
Thomas Nickerson, I. T. Burr, George H. Rea, D. L. Lakin, 
G. B. Wilbur, C. J. Paine, F. H. Peabody, L. G. Pratt: Presi- 
dent, G. B. Wilbur; Secretary and Treasurer, Thomas 
Nickerson. Wichita d& Southwestern.—Election May 17: 
Directors; M. Kohn, J. R. Mead, Wichita, Kan.: C. W. 
| Jewell, D. L. Lakin, Topeka, Kan.; I. T. Burr, C. W. Pierce, 
| Thomas Nickerson, Joseph Nickerson, A. Speare, F. H. Pea- 
body, G. B. Wilbur, C. C. Burr, G. C. Lord, Boston; Presi- 
dent, I. T. Burr; Secretary and Treasurer, G. L. Goodwin. 





Boston, Concord & Montreal.—At the annual meeting in 
| Plymouth, N. H., May 27, the following directors were 
|chosen: Joseph P. Pitman, Laconia, N. H.; 8. A. Dodge, 
| Plymouth, N. H.; Warren Daniell, Franklin, N. H.; Samuel 
N. Bell, Manchester, N. H.; Peter Butler, John P. Spauld- 
j}ing, J. Thomas Vose, Boston. Messrs. Dodge, Spaulding 
and Daniell are new directors, succeeding <A. H Tilton, 
| Joseph W. Lary and John L. Rix, who declined reélection. 
The board elected J. Thomas Vose President, in place of 
John E. Lyon, deceased, and Joseph A. Dodge (heretofore 
Superintendent), General Manager. 


Central Vermont.—Mr. Wm. G. Peck has been appointed 
Lost Freight and Car Agent, with office at White River 
Junction, Vt. 


Chicago & Alton.—Mr. J. C. MeMaullin, long the General 
Superintendent of this road has been appointed General 
Manager. 


Chicago, Burlington & Quincy.—At a meeting of the 
directors in Boston, May 27, Mr. J. M. Forbes was chosen 
President in place of Mr. Robert Harris, resigned, and Mr. 
Harris, who remains a member of the Board of Directors. 
was appointed Consulting Engineer, which position, it is ex- 
pected, will require but little of his time. It is understood 
that the active executive of the road will be Mr. C. E. Per- 
kins, the General Manager, who was President of the Bur- 
lington & Missouri River Railroad before the consolidation, 
and is now Vice-President and General Manager of the Bur- 
lington & Missouri River, in Nebraska, which is an import- 
ant connection of the Chicago, Burlington & Quincy. 

Mr. T. J. Potter has been appointed General Superintend- 
ent. He has been connected with the road fora long time, 
and for several years has been Division Superintendent at 
Burlington, Ia. 

It is reported that Mr. C. W. Smith, now General Freight 
Agent, is to be made Traffic Manager, a new office for this 
company. His successor as General Freight Agent will be, 
it is said, Mr. J. S. Goddard, his assistant for some time 
past. 


Connecticut Western.—At the annual meeting of the pre- 
ferred stockholders in Hartford, May 21, the following direc- 
tors were chosen: Joseph Toy, Simsbury, Conn.: A. H. 
Holley, Lakeville, Conn.; L. W. Cutler, Watertown, Conn. : 
D. S. Warner, Salisbury, Conn.; E. T. Butler, - Norfolk, 
Conn.; C. J. Camp, Wm. L. Gilbert, George Dudley, Win- 
sted, Conn.; C. T. Hillyer, T. M. Allyn, L. R. Merriam, H. 
S. Barbour, N. B. Stevens, Hartford, Conn. . 

The board elected C. J. Camp, President; C. T. Hillyer, 
Vice-President: E. R. Beardsley, Secretary; Wm. L. Gil- 
bert, Treasurer. 


Florida Central.—Mr. James 8. McElroy has been ap- 
| pointed Master of Transportation; he will continue Master 


et an 1. 
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Mechanic also. The office of General Superintendent is 
abolished. 


Fort Dodge & Fort Ridgeley.—The officers are: Presi- 
dent, W. H. Brown; Vice-President, G. W. Bassett; Treas- 
urer and Superintendent, G. B. Pearsons. 


Grand Rapids & Indiana and Pittsburgh, Fort Wayne & 
Chicago Railroads Mutual Benefit Association.—At the an- 
nual meeting in Fort Wayne, Ind., May 21, the following 
officers were chosen: President, Clark Snider; Vice-Presi- 
dents, J. M. Metheany, G. W. Kelker, Peter Scott; General 
Secretary, F. R. Weldon; Treasurer, T. Donovan; Executive 
Committee, Thomas J. Hutchinson, J. K. McCracken, 8. D. 
Gage, John J. Deem, H. T. Hite; Auditing Committee, J. 
N. Neeley, T. J. Nixon, N. Sprong. 


IUinois Central.—At the annual meeting in Chicago, May 
29, the three directors, whose terms then expired, were re- 
elected, as follows: W. H. Gebhard, A. R. Van Nest, John 
Elliott, all of New York. 


Jeffersonville, Madison & Indianapolis.—At the annual 
meeting, held May 20, the following di rs were chosen: 
J. N. McCullough, Wm. Thaw, Thomas A. Scott, H. H. 
Houston, George B. Roberts, James L. Bradley, D. W. Cald- 
well, R. W. Thompson, Dillard Ricketts, S. H. Patterson, 
R. J. Bright, J. H. McCampbell, George 8S. McKiernan. The 
board reélected ThomasjA. Scott, President; George S. Mc- 
Kiernan, Secretary and Treasurer. The road is leased to 
the Pennsylvania company. 


Master Mechanics’ Association.—Following its custom for 
several years past, the convention at Richmond last week 


postponed the election of officers for a year, thus continuing | 


the present officers, who are: President, N. E. Chapman, 
Cleveland, O.; First Vice-President, Reuben Wells, Jeffer- 
sonville, Ind.: Second Vice-President, J. N. Lander, Con- 
cord, N. H.; Secretary, J. H. Setchel, Cincinnati; Treasurer, 
8. J. Hayes, Chicago. 


Middletown, Unionville & Water Gap.—At the annual 
meeting in Middletown, N. Y., May 27, the following direc- 
tors were chosen: 
worth, J. N. Pronk, D. C. Dusenberry, H. R. Wilcox, W. H. 
Wood, M. 8S. Hayne, Oscar Dunn, H. R. Low, M. D. Stivers, 
George L. Denton, Asa Smith. The road is leased to the New 
Jersey Midland. 


Missouri Pacific.—Mr. Charles G. Warner has been ap- 
pointed Acting Auditor and Frank E. Fowler General Pas- 
senger Agent, in place of C. L. White and George H. Heaf- 
ford, resigned. 


Nashua, Acton & Boston.—At the annual meeting, held 
May 21, the following directors were chosen: J. C. Moulton, 
H. Parkinson, C. G, Sargeant, J. B. Clark, E. R. Brown, J. 
Fletcher, Jr., B. Saunders, S. M. 8. Moulton, E. B. Ham- 
mond, D. Sargeant. The board elected J.C. Moulton Presi- 


dent; J. B. Goodsell, Clerk. The road is leased to the Con- 
cord Company. 


Pacific Mail Steamship Co.— At the annual meeting in New 
York, May 29, the opposition to the old management elected 


their entire ticket, as follows: Henry Hart, David S. Bab- In, 


cock, John Riley, Samuel L. Phillips, Wm. Remsen, Wilson 
G. Hunt, James O. Sheldon, Charles F. Livermore, John H. 
Mahony. Mr. Hart is the only old director. Mr. Babcock 
is to be President; he is now President of the Providence & 
Stonington Steamship Company. The controlling parties in 
the new board are wealthy New Yorkers, who are chiefly 
known as owners of most of the stock of the Third Avenue 
street road. 


Passenger Conductors’ Life Insurance Association.—At 
the annual meeting in Philadelphia, May 24, the followin 
officers were chosen: President, Wm. Welsh, Marietta 
Cincinnati; Vice-Presidents, John M. Short, Cincinnati, 
Hamilton & Dayton; A. H. Catlin, New York Central & 
Hudson River, and B. F. Sherman, Lake Shore & Michigan 
Southern; Secretary and Treasurer, Walter Lackey, Phila- 
delphia, Wilmington & Baltimore; Managers, J. W. Cli " 
Vicksburg & Memphis; J. B. Ridgeway, Baltimore & Ohio; 
George F. Lincoln, Boston & Providence, and C. W. Merrill, 
Pittsburgh, Cincinnati & St. Louis. 


Peterboro.—At the annual meeting in Nashua, N. H., Ma 
22, the following directors were chosen: James Scott, G. W. 
Gill, George Stark, John H. George, S. A. B. Abbott, Ed- 
ward Spaulding. The board elected James Scott President; 
Gilman C. Shattuck, Clerk; John G. Kimball, Treasurer. 
The road is leased to the Nashua & Lowell. 


Potomac, Fredericksburg & Piedmont.—The officers are: | 


L. H. Richards, President ; Charles Kennedy, Superintendent. 
Offices at Fredericksburg, Va. 


_ Purchasing Agents’ Association.—At the annual conven- | 
tion in New York, May 23, the following officers were chos- | 


en for the ensuing year: President, C. M. Higginson, Chi- 
cago, Burlington & Quincy; First Vice-President, C. W. Por- 
ter, Canada Southern: Second Vice-President, A. W. Sum- 
ner, Northern Central: Secretary and Treasurer, A. G. 


Thompson, St. Louis & Southeastern; Executive Committee, | 


A. C. Armstrong, Lake Shore & Michigan Southern; W. C. 
Cuddy, St. Louis, Iron Monntain & Southern; Geo Toz- 
zer, Indianapolis, Cincinnati & Lafayette; H. H. Elliott, 
ee, and E. P. Miller, Indianapolis, Bloomington & Wes- 
ern. 


Springfield & Northwestern.—The directors of the new | 
company have elected John Williams President; A. Oren- | 


man, Treasurer. 


_Suncook Valley.—At the annual meeting in Manchester, 
N. H., May 28, the following directors were chosen: Samuel 
N. Bell, Charles H. C nter, Martin V. B. 
ben L. French, Natt Head, Frederick Smyth, Lemuel B. 
Towle. The board elected S. N. Bell, President; M. Clark, 
Clerk; James A. Weston, Treasurer. The road is leased to 
the Concord Company. 


Toledo & Ann Arbor.—At the annual meeting in Ann 
Arbor, May 25, the following directors were chosen: James 
M. Ashley, James M. Ashley, Jr., H. W. Ashley, Israel 
Hall, A. W. Hamilton, Joseph T. Jacobs, H. C. Waldron, 
Ann Arbor, Mich.: E. Barnes, J. A. Stowell, Dundee, Mich. 
The board elected James M. Ashley, President; A. W. Ham- 
ilton, Secretary; George L. Shorey, Treasurer. 


United New Jersey.—At the annual ting in Trento: 
wg -. ~ som directors were ‘aaa m4 
ish, John G. Stevens, rt F. Stockton, Trenton, N. J.; 
Ashbel Welch, Lam) 
ark, N. J.; Isaac W. Scudder, Jersey City, N. J.; Wm. Buck- 
nell, Samuel Welsh, rag eo pb a Jacob Astor, Hon. 
Hamilton Fish, Cambridge Livingston, 
nedy, New York. The only new director is Mr. Kennedy. 
who replaces Hon. Nehemiah Perry. Mr. Wm. Patterson, of 
Perth Amboy, is State director. . 


dorff, Secretary and Attorney; Henry Re! 


‘ ~ mean Sg ot this new y are: Wm. | 
‘. Lendemann, J. M. Rusk, Vi Wis. ; A. Hunt, | 
Jefferson, Wis.; Thomas H. Wilcox. New Lisbon, Wis. m ' 


Worcester & Shrewsbury.—The following officers have , 


Grinnell Burt, W. H. Clark, H. A. Wads- | 


rly, Reu- | 


bertsville, N. J.; Alfred’ L. Dennis, New- | Great Western....... 


Robert Lenox Ken- | &t@nd Trunk....... 
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been elected for the ensuing year: President, E. B. Stoddard; 
Gers and Treasurer, E. D. Stoddard; Superintendent, J. F. 
igelow. 


PERSONAL. 

—Mr. George L. Barringer has resigned his position as 
General Superintendent of the Indianapolis, Cincinnati & 
Lafayette road, to take effect June 1. r. Barringer retires 
on account of continued ill health, and will take a trip to 
Europe, believing that the change will help him to recover. 
He has been connected with the road in various capacities 
for nearly 25 years, ever since its first construction. 

—Mr. Wm. Henry, who died at his residence in Wyoming, 
Pa., May 23, aged 84 years, was one of the founders of the 


city of Scranton, and one of the first projectors of what is 


now the Delaware, Lackawanna & Western Railroad 

—Mr. Walton W. Evans, of New York, the well-known 
engineer, recently received through the Austrian Consul 
General at New York a beautiful gold medal, accompanied 
by a complimentary letter from the Emperor of Austria, in 
recognition of services rendered to the Austrian Govern- 
ment. Mr. Evans sailed from New York May 25 on a visit 
to Paris. 

—Mr. Fred. J. Thomas, Paymaster of the Detroit & Mil- 
waukee road, ha 
family of a flonrishing pair of twins, the other officers of the 
road at once made up a 
finest double-barreled baby carriage that money could buy. 


—The annual report of the Boston, Concord & Montreal | 


pompeny contains the following reference to the late John 
. Lyon: 

“It is with deep pain and regret that the directors are 
compelled to officially announce to the stockholders the sad 
and tragic death of the late John E. Lyon, President of this 
Corporation, which occurred at the Pemigewasset House, in 
Plymouth, N. H., on the morning of the 11th of April last, 
caused by his clothing accidently taking fire. whereby he 
was so badly burned that his decease resulted before noon of 
the same day. 

“Mr. Lyon’s connection with the road commenced as a di- 
rector in 1857; and upen the retirement of Hon. Josiah 
Quincy, the first President of the Corporation, in 1860, he 
was unanimously elected to fill that office. Mr. Lyon was a 
man of nervous temperament, but indefatigable, cautious, 
and circumspect in his business operations; and upon hi 
sumption of the office of President he brought to the man- 
agement of the relations of the road the same care, dili- 
. gence, and untiring industry that he a | to his own pri- 

vate affairs. Without flattery it could be said that the 

present successful condition of the road is almost entirely 
due to his efforts, and the confidence with which he inspired 
his associates ; to his enterprise and to the aid of his personal 
efforts, as well as to the foresight and capital which he fur- 
nished, is due the extension of the road from Littleton to 
Lancaster, and ultimately to the junction with the Grand 
Trunk Railway at Groveton in the town of Northumber- 
land, and also the construction of the branch road extending 
from the Wing Road station to the base of Mount Wash- 
ton. * * * * * * x 
** It had been a cherished wish of Mr. Lyon that in the 
future the road of which he had control should be extended 
to Colebrook, and ultimately to the line of the Dominion of 
Canada, at as early a day as the finances of the road would 
permit. In this —- the directors of the road fully con- 
| curred, and although his death may temporarily delay the 
| accomplishment of this object, they are still of the opinion 
that the best interests of the road, and of the whole northern 
section of the State of New Hampshire, require that meas- 
| ures shall be undertaken to forward the project as soon as 
| the means at their command will admit, consistently with a 
| due regard for the claims of the people and the interests of 
| the stockholders.” 

—Mr. Cyrus W. Field has resigned his position as a direc- 
| tor of the Wabash Railway Company. It is said that his 
| reason was the refusal of the board to prosecute the parties 
| who recently began suits against the company. 
| —Professor Henry Morton, of the Stevens Institute of 
| Technology at Hoboken, N. J., been appointed to the 
| position in the 5 House’ Board’ made vacant by the 
| death of Professor Joseph Henry. 

1 au H. Heafford, General Passenger Agent, and Clin- 
| ton L. ite, Auditor, of the Missouri Pacific Railroad have 
| resigned. The cause is not definitely known. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending March 31: os 


| 











1877-78. 1878-77. Inc. or Dec. P. c. 
| Boston, Concord & 
Montreal........... 54,272 308 I. $4.964 0.8 
Expenses......... 453,172 7377 D. 4,205 0.9 
Net earnings....... $201,100 $191,931 I $9,169 4.8 
Earnings per mile. 3,918 3.935 D. 17 0.4 
| P.c. of expenses.. 69.26 70.44 Dz 1.18 17 
Manchester & Law- 
Es 40o'e 650 141,777 177,702 D. 5,925 3.3 
Expenses.......... 71,339 77,266 D. 5,927 7.7 
Net earnings....... $100,438 $100,436 L Be wssince 
| Earnings per mile. 6,607 6,835 D. 228 3.3 
P. c. of expenses. . 41.48 43.48 D. 2.00 4.6 
| Four Months ending April 30: satis 
| 6. 44. 
| Denver & R.Grande. $260,265 $180,582 I. $79,683 44.1 
Net earnings....... 91,007 77,773 I. 13,234 17.0 
P. c. of expenses. . 65.10 56.93 I. 8.17 14.3 
| Philadelphia & Erie. 804, 878,568 D. 73,964 8.4 
| Net earnings...... 246,728 247,297 D. 2,569 1.0 | 
| P.c. of expenses.. 69.34 71.62 D. 2.28 3.2 
| St. L. & Southeast. . 349,635 328,452 1. 21,183 ~~ «6. 
| Net earnings....... 69,296 62,319 IL. 6,977 11.2 
| Pc. of expenses. . 80.10 81.14 D. 104 «+13 
| Month of April: 
| Philadelphia & Erie. $215,090 $225,827 D. $10,737 4.8 
| et earnings....... 65,817 62.5 L 3,231 5.2 
| _ P.c. of expenses... 89.40 72.38 D. 2.98 41 
| Scioto Valley........ SUSE. pot srdene Sen «cake oanenen | eases 
| Second weekin May: 
| Chi. & Alton......... $87,175 $87,475 D $300 0.3 
| St. Louis, Iron Mt. & 
| Southern........... 67,000 72,208 D. 5,208 7.2 
Week ending May 17: 
$77,840 $84,061 D. $3,221 7.4 
Week ending May 18: 
$160,377 $166,021 D. $6,644 3.4 


Coal] Movement. 


Coal tonnages for the week endipg May 18 are reported 
as follows: 


1878. 1877. Decrease. P. c. 
Anthracite....... 391,387 517,272 125,885 243 
Semi-bituminous........ 61,930 68,679 6,749 9.8 
Bituminous, Pennsylv’a. 32,309 35,253 2,044 8.3 


Harned, Ogle & Co., of Philadelphia, have secured the 


ving been blessed by the addition to his | 


urse and presented him with the | 
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| contract for a year’s supply of coal for the Boston & Albany 
Railr ‘oad. 


The contract is for 115,000 tons of Clearfield, 


ona basis of $2.80 per ton at Philadelphia, 20,000 tons to 
= — at m and 95,000 tons ut Hudson or 
y. 


Water Rates. 

| From San Francisco charters of wooden sailing vessels for 
| wheat to Liverpool are reported 47s, 6d. to 50s. per ton. No 
| charters of iron vessels are reported. There were in port May 
18 vessels under charter having a capacity of 18,202 tons, 
while 30 ships, of 39,500 tons capacity, were waiting for 
| charters. 

Railroad Traffic. 
Shipments of through freight east over the Central Pa- 
cific in April were: From San Francisco, 2,980 tons; in- 

' terior points, 310 tons; total, 3,290 tons. 


Grain Movement. 
For the week ending May 18 receipts and shipments of 
| grain of all kinds for the past five years have been, in bush- 
| els: 


The receipts of eight Northwestern markets were; 


| 1878. 1877. 1876. 1875. 1874. 
4,896, :19 2,506,649 2,622,020 2,280,422 3,830,515 


This year’s receipts exceed those of last year by 96 per 
cent. They are larger than for any week since last Ootober, 
The shipments of the above markets were: 
1878. 1877. 1876. 1875. 1874, 
4,115,751 1,997,738 3,618,474 2,416 771 4,110,859 

The shipments for the week this year were 106 per cent. 
greater than those of the corresponding week last year. The 
—— are smaller than for the two rece weeks. 

he portion of the above shipments which was shipped by 
| rail and its percentage of the total for each of the five years 
was: 


1878. 1877. 1876. 1875. 1874, 
1,866,111 758,450 2,016,304 850,920 904,240 
45.6 p. c. 37.9 p. c. 55.7 p. e. 35.2 p. ce. 22.0 p. 


The rail shipments are very large this year, and a larger 
proportion of the total than in any previous year except 
1876. 

For most of the week the railroads were cutting rates, and 
15 to 18 cents per 100 Ibs. from Chicago to New York were 
reported to be the rates received. On the 16th, 20 cents be- 


as. | came the regular rate. 


The receipts of grain at th: »<ven Atlantic ports for the 
same week were: 

1878. 1877. 1876. lo75. 1874 
6,359,345 2,575,025 3,941,860 1,891,558 3,482,0 2 

This year, of the total receipts of the week 46.9 per cent, 
arrived at New York, 16.2 at Philadelphia, 12.7 at Balti- 

| more, 8.5 at Montreal, 7.8 at Boston, 7.4 at New Orleans, « 
and 0.5 at Portland. 

The total receipts this year are 147 per cent. greater than 
those of the corresponding week last year. The week’s re- 
ceipts are the largest we have ever recorded except once. 
One week last October the receipts were a few thousand 
bushels more. 

The movement now is chiefly in corn, though wheat  ship- 
ments are large. This he:svy movement in corn is devenaiie 
to Philadelphia and Baltimore; actually we find that the 
Philadelphia receipts for the week are the largest of the year 
and have been exceeled but once before this year. New 
York receipts are much smaller than the previous week, but 
larger than in any «ther week this year. The large rail 
movement from the West for the past few weeks is favor- 
able to the other cities, and if continued will doubtless pre- 
vent the diversion to New York of so great a proportion of 
the grain as it had been getting since the arrivals by canal 
begun—55.7 per cent. one week, 65.0 per cent. the next, and 
now 46.9 per cent., against an average of 41.7 per cent. 
while navigation was closed. 

Receipts and shipments at Chicago and Milwaukee for the 
week ending May 27 were: 


Receipts. Shipments. 
sits ahs. $o¥enae .. 3,765,658 3,112,282 
| Milwaukee. 719,800 680,500 


At Buffalo for the same week the receipts and shipments 
were: 


By water By rail. Total. 
Receipts. ..... .... 1,136,003 632,500 1,768,503 
Shipments.... .... . 2,058,747 1,030,290 3,089,087 


Og percentage of receipts by rail was 36; of shipments, 
+f 

For the same week the yor at four seaboard ports 
were: New York, 3,288,388 (56.8 per cent. of the whole); 
| Philadelphia, 1,316,700 (22.7 per cent.); Baltimore, 887,581 
(14.5 per cent.) ; nm, 350, (6 per cent. of the total of 
5,793,044 bushels received at these four ports during the 
_— Of the receipts at New York, 28 per cent. were by 


Transporting Beef. 

The work of transporting fresh meats from the West to 
Philadelphia in refrigerator cars is meeting with continued 
success, Nieman | he Red Line Transit Company brought 
into Bradley’s market an Anderson refrigerator car contain- 

| ing 114 quarters of fresh beef. The actual time from Chicago 

was sixty-four hours, which has not been excelled. The 
route was via Lake Shore, New York Central, Lehigh Val- 
ley and Reading railroads into Philadelphia. The beef 
reached the city in fine condition, and was consigned to 
aes Butcher’s Sons. The mt of the Red Line, 
Mr. W. D. Crane, expresses satisfaction at the success of the 
shipment.— Philadelphia Times, May 23. 


RAILROAD LAW. 


Railroad Leases in Connecticut, 
| The following law was passed by the Legislature of Con- 
' necticut at its session: 

‘* No lease of any railroad hereafter made shall be binding 
on either of the contracting parties for a period of more than 
twelve months unless the same shall approved by the 
stockholders of the rape pd or companies that are parties 
to the lease by a vote of two-thirds of the stock represented 

| in person or by proxy at a meeting of the stockholders called 
for that purpose, and at least one month’s notice shall be 
given of such meeting by advertising twice a week for four 
weeks in a daily = published in this state, and also by 
mailing a copy of the call and of the lease to each stock- 
holder, and said notice and call shall state that at the meet- 
Me — lease will be submitted for the approval of the stock- 
olders.” 


Killing Stock. 





In Caudle inst the Indianapolis, Peru & Chicago Com- 
pany the In Supreme Court lately held as follows: 
ere a railroad company cannot legally fence its road, 


it will not be liable for stock killed in the absence of negli- 
mce, and where there is contributory ligence on the 
— the party suing. Not having founded his action upon 
statute it was necessary for the plaintiff to aver and 

Lae a that the killing was done without fault on his 


Thomas the Baltimore, Pittsburgh & Chicago 
, Company, the same Court held: 
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RAILROAD EARNINGS IN APRIL. 


MILEAGE, 


NAME OF Roab. | 


| | 





| 1878. 1877. Inc. | Dec. | Pere. 

| | | 

| ; : ia SE ST es 
Atchison, Topeka & Santa Fe..) 786 711 = 75 10.5 
Burl’gton, Ced. Rapids & North. 424 368 5 5.2 
Bur. & Mo. River in Nebraska..| 240) 240).......-....-22) ee eee 
Cairo & St. Louis................ | 146 146)......|...... oh PRSO PER 
Central Pacific.......... ..-| 1,878 1,660; 218)........ 13.1 
Chicago & Alton | 678 SRR RRS freee 


Chicago, Milwaukee & St. Paul. 
Chicago & Northwestern....... | 
Cleveland, Mt. Vernon & Del.. 
Dakota Southern ..............- | 
Denver & Rio Grande .... | 
Detroit & Milwaukee } 
Illin »is Central, Illinois lines. ..| 

me 7 Iowa lines..... 
In ianapolis, BI'm’gton & West. 
} vernational & Great Northern 
mOMGNS PACES: ..002500000000008 | 
Missouri, Kansas & Texas. . | 
Missouri Pacific... 
eS i ere 
Nash'lle, Chattan’ga & St. Louis 



















Paducah & Elizabethtown ..... | 
Paducah & Memphis........... 
Philadelphia & Erie ......,..... | 
St, Louis, Alton & Terre Haute, | 

Belleville Line,............-.-- RS eas chbebsion ent sauces 
St. Louis, Lron Mt. & Southern. NE Ma indsc dlivicct cviceh wee enon 
St. Louis, Kansas City & North’n) 530) 530)......)........) ....... 
St. Louis & San Francisco..,.... ST Ms cissvals seneaes|  vsvaces 
St. Louis & Southeastern....... MN Meas Sel oes vars y| seeeess 
Southern ,Minnesota........ 170 
Toledo, Peoria & Warsaw....., ST MTR oy: 5 ahs x seve 4b een. 
Ww abash RR: ee, Same re 688 1.2 

TOMO, ii.5 cacs.ncigaue (ease 14,779)16,255| G24) .......] ...00e. 


Total increase.............. 


—— EARNINGS 
EARNINGS. PER MILE. 
1878. 1877. Increase. | Decrease. Perc.) 1878. 1877 











$290,500 $200,681! $89,819 44.9 $370 $282 
115,277 72,435 ED x c.cvw pee 59.2} 272 197 
131,497 75,100 FS eS 75.1 5 313 
18,190 19,460 6.5) 125) 133 
1,510,000 1,438,659 5.0| 804 867 
330,613 339,384 2.6 488 501 
785,000 514,783 52.5 555 367 
1,108,369 867,603 28.9 556 435 
32,322 31,566 2.4 206 201 
19,589 18,806 4.2, 251 241 
80.773 49,323 63.8 266 183 
77,364 76,636 1.0 409 405 
404,914 328,959 23.1 404 465 
118,438 101,598 16.6 285 253 
94,424 111,179 15.1 275; 324 
79,1438 ro 01 0.1 153 154 
270,468 258,198 | es 8.2 415 384 
206,796 RRR 14,861 6.7 263) 282 
334 332,169 BEM 603. aeetex 0.7 785 780 
115,325 97,037 18.9 219 184 
128,469 2 2.7 368 371 
22,841 10.8 123 138 
14,109 15.0 123 107 
215,090 4.8 747 785 
35,717 36,571 i 854 2.3) 503) 515 
287,200 287,903 .. 703 0.2 419 420 
248,522 264,438 15,916 6.0 469 499 
82,218 DT aeavasibane 14,500 15.0 251 295 

| 87,940 75,512 1D,49B) .... cence 16.5 248 213 
ExChGie | 59,900 31,000 28,900) ..........; B82 352 182 
90,627 90,113 | eres 0.6 382 380 
385,904 (eee 3,926 1.0 561 573 
$7,791,074 $6,896,647 $985,594) $91,167...... $464 $424 
Sarietecacetcrs meat Pere ae! ee eee 


RAILROAD EARNINGS, FOUR MONTHS ENDING APRIL 30. 











MILEAGE. EARNINGS, EARNINGS PER MILE. 
Name or Roan, 
‘ 1878, 1877. Inc Dee P.c. 1878. 1877. Increase. Decrease. P. c. 1878. | 1877. Inc. Dec. P. c. 
Atchison, Top. & 8. Fe. 786 711 75 10,5 $955,983 $661,025 $294,958 ...... 44.6 $1,216 $930 $286 ...... 30.8 
Burlington, Ced. Rapids 

& Northern.........-. 424 368 56 15.2 553,026 287,687 265,339 92.2 1,304 782 522...... 66.8 
Bur. & Mo. River in Ne- 

RGM a cha ctscsocses 240 240 2... wee eee 482,820) 294,293) 188,527....... .... 64.1) 2,012) 1,226 786....... 64.1 
Cairo & St. Louis....... 146 ER Ry PR 60,958 80.424 7 ne $19,466 24.2 418 551 ..... $133 24.2 
Central Pacific ......... 1,878 1,660 218 13.1, 4,833,410) 4,799,819 33,502) .....5 ; 0.7| 2,574] 2,891)..... 317 10.9 
Chicago & Alton........ 678 Gre; ..!... cash “AEE SMO! ... 2s sce. 72,143 5.3) 1,902) 2,008 ...... 106 5.3 
Chicago, Mil, & St. Paul. 1,407 1,402 5.... 0.3) 2,822,000) 1,762,788 1,059,212 . -seee» 60.1 2,006) 1,257 749 ...... 59.6 
Cleveland, Mt. V. & Del. 157 a RAS ae 120,403 113,137 7,208) .... peas 6.4 767 2 ; 
Dakota Southern....... 78) Pee 67,117 49,377 17,740 35.9 860 5 
Denver & Rio Grande... 304 269 35 13.0 260,264) 180,582 79,682 44.1 856 
Grand Trunk,.........- 1,389 1,389 ..., — 2,968,959) 2,841,414 127,545 ... 4.5 2,138 
Great West. of Canada. 511 511 ..--| 1,504,757) 1,288,393' 216,364 .... 16.8 2,945 
Illinois Cen., Ill. lines, . . 819 707 112 15.8 1,657,051 1,418,350 238,701 . 16.8 2,023 

- lowa lines, 402 Melesechtes.ates ve 501,479 409,088 92,391 ... 22.6) 1,247 
Ind., Bloom, & Western, 343° B43... 6)... ee 426,253 386,997 30,256 ....... 10.1 1,243 
International & Gt, Nor, 516 429,842 502,585 own 72,743 14.5 833 
Kansas Pacific..... ... 673 926,487 845,841 Res 9.4. 1,377 
Missouri, Kan. & Tex, .. 786 841,489 041,503) ......... 100,014 10.6, 1,071 
Missouri Pacific........ 426 1,272,662 Pp %. i Ss 6.6, 2,987 
Mobile & Ohio.......... 527 741,862 642,499, 99.3638 ..... 15.5 1,408 
Nashville, Chat. & St. L. 349 605,303 564,908 40,395 ......... 7.2) 1,734 
Paducah & Memphis..... 115 66,732 57,275 seeapenas) Se 
Philadelphia & Erie. ... 288 ‘ 804,604 878,568 73,964 8.4, 2,794 
St. Louis, Alton & T. H. 

Belleville Line ........ 71 EN FSI ner 148,311 168,180 19,869 11.8 2,089 = K 
St. Louis, Lron Mt. & So. 685 = 685... 1,348,237 1,368,201 ........... 20,054 1.5 1,969 a 1.5 
St. Louis, K. C. & Nor.. 530 Pe Re 1,047,089 1,014,210 | eee ae 3.2 1,976 1,914 62 3.2 
St. Louis & San Fran... a BS GS eee 361,516 415,647 , oF 54,131) 13.0 1,102 1,267 .. 165 13.0 
St. Louis & Southeast’n 354 SE Ditlscaclecns 349,635 328,452 Es yatta cas 6.4, 988 928 60...... 6.4 
Southern Minnesota.... 170 a a AA 238,667 135,494 : | 76.1, 1,404 707; GO7\...... 76.1 
Toledo, Peoria & War... 287 287)..../.... .... 424,816 333,482 91,334...........) 27.4) 1,792 1,407 385......' 27.4 
WERE ooo csnsate caves 688 641 47).... 7.3) 1,435,214 1,348,876 86,338 .. eae 6.4 2,086 2,104..... 18 0.7 

Totals.......... ....../16,305 15,749 556).... .. -- $29,546,296 $26,674,219 $3,304.461 $432,384 ... $1,812 $1,694 $118 ...... 7.0 

TOtAY IMGROND «6:5. 5::05c} so bbeKs eacee ES 24s! MUM Gs yesevese cq afes cesecces 2,872,077 ; PRN sxausalete sith eames oxaniel cies 


The statute enlarges the common law liability of railroads 
for killing stock. But the owner of stock, when he founds 
his claim upon the statute, must_bring his case substantially 
within its terms, by alleging and proving that the stock was 
‘killed or injured by the locomotive, cars or other carriages 
of such company.” Railroad companies are not liable for 
frightening animals by their locomotives, cars or carriages, 
even though the fright causes the animals to kill themselves. 


Liability of Carrier. 

In Pratt and others against the Grand Trunk Company, 
the United States Supreme Court lately held as follows: 

1. The liability of a common carrier commences when the 

vis are delivered to and accepted by him, or his author- 
ized agent, for transportation. 

2. 1: a common carrier agrees that property intended for 
transportation by him may be deposited at a particular 
} luce without express notice to him, such deposit amounts to 
notice, and is a delivery. 

8. The liability of a carrier is fixed by accepting the prop- 
erty to be transported, and the acceptance is complete when- 
ever the property thus comes into his possession with his 
consent, 

4. If the deposit of the goods is a mere accessory to the 
carriage, that is, if they are deposited for the purpose of 
being carried, without further orders, the responsibility of 
the carrier begins from the time they are received; but when 
they are subject to the further order of the owner, the case 
is otherwise. 


THE SCRAP HEAP. 


Railroad Manufactures. 

Wilson, Brothers & Co., of Philadelphia, have a_con- 
tract to design and to superintend the construction of all the 
stations on the new line of the New York Elevated road. 

The Barney & Smith Manufacturing Co., at Dayton, O., 
has just completed 200 oo gondolas, to carry 15 
tons, for the Cleveland, Tuscarawas Valley & bepeew sy | 
road. The works are now delivering three coaches and 
freight cars to the Denver, South Park & Pacific; four 
coaches, 50 flat and 50 box cars to the Springfield, Jackson 
& Pomeroy. They are ag oy on orders for two sleeping 
and three cars for the St. Paul & Sioux City; seven 
coaches and four cars for the St. Paul & Pacific; four 
coaches for the Chi t4 
cars for the Union ific, with propositions out for other 
passenger and freight work. The company has just added 
to its blacksmith shop 25 new fires, a 2, Ibs. steam drop, 
one 1,000-Ibs. and one 350-Ibs. steam hammer. 


The Pueblo (Col.) Rolling Mill is running on a large order 
to reroll iron rails for the Missouri, Kansas & Texas road. 

The Washburn & Moen Manufacturing Co., at Worcester, 
Mass., is running its works day and night. The company 
has very large orders for the steel-wire barb fence, and the 
works are turning out the great quantity of 160 miles a day, 
chiefly for railroad companies. 

The National Locomotive Works of W. H. Baily & Co., at 
Connellsville, Pa., recently shipped two narrow-gauge en- 
gines to California. 


The Allentown (Pa.) Rolling Mill Co. has started up its | 


rail mill on several orders. 

The Vulcan Iron Works, a new company, are building a 
very large foundry at New Britain, Conn. 

The Atlantic Rolling Mill, at Sharon, Pa., is running full 
double turn. 

Pine Grove Furnace, at Hanging Rock, O., went into blast 
a short time since, 

Crowther Furnace, at New Castile, Pa., was to go into blast 
this week. 

The Iron-Clad Paint Co., of Cleveland, O., is now. putting 


| in the necessary mills, and will soon be ready to furnish iron- 


Milwaukee & St. Paul, and 250 box | 


clad paint ground in oil. The company has just filled a large 
order for the Toledo & Wabash Elevator Co., for repainting 
their elevators, some of which were painted with iron-clad 
10 years ago. Shipments have been made this month to the 
Michigan Car Co., Erie Railway, Chicago, Milwaukee & St. 
Paul, Utica, Ithaca & Elmira, New Orleans. & Mobile, 
Missouri & Western, Canada Southern, Mobile & 
Indianapolis, Cincinnati & Lafayette, Cincinnati, Hamilton 
& Dayton, Nashville, Chattanooga & St. Louis, and other 
large consumers. 

e Port Hope Car Works will be sold at public sale by 
John Mulligan, Assignee, at Port Hope, Ont., June 6. If no 
bid over $15,000 is received for the whole property, it will 
be divided into lots. 

The Cambria Iron Co. is running East Conemaugh Furnace 
- Bessemer iron, but will shortly begin to make spiegel 

ere. 

Duquesne Fi orge, at Pittsburgh, recently completed a 
Bessemer steel shaft for a steamboat at Cincinnati. The 


shaft is hexagonal, 21 ft. long and 6 in. diameter, and is said | 


to be the first steel shaft forged in Pittsburgh. The steel 
was made by the Edgar Thomson Works. 

The Bochum Iron Works Co., of Westphalia, Prussia have 
taken a contract to make 13,000 tons of steel rails for the 
Portuguese Government railroads, delivery to be spread over 
two and one-half years. The price is about $33 per ton. 

The Baldwin Locomotive Works, at Philadelphia, have 
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an order for two mogul freight engines and one passenger 
engine for the Terre:Haute’& Indianapolis road. 

A dispatch from : Pittsburgh? May 28, says: ‘‘ Kimberly, 
Carnes & Co., one of the largest iron firms of Western Penn- 
sylvania, with works located at Newcastle, Greenville, 
Sharon and other points in the Shenandoah Valley, failed 
to-day. The immediate cause of the failure was the inability 
to procure discounts, $100,000 worth of their paper having 
gone to protest on Saturday. The liabilities and assets can- 
= be ascertained ‘until after the creditors meet, in a few 
days. 

Bridge Notes. 

Arms, Bell & Co., of Youngstown, O., have just com- 
pleted two bridges to‘ go to Kentucky, and are building 
several others. They are of the design patented by Wm. O. 


| Douglass, of Binghamton, N. -Y. 


Wm. B. Scaife & Sons, of Pittsburgh, recently shipped an 
iron roof for the railroad depot at Fernandina, Fla. 

The contract for a highway bridge at Miller’s Ford, Leb- 
anon County, Pa., was last week awarded to the Weimer 
Machine Works, of Lebanon. 

The American Bridge'Co., of Chicago, reports the follow- 
ing work now in progress: . Three iron spans, 300 ft. iron 
viaduct and one Howe ‘truss span for Missouri Extension of 
Chicago & Alton; five combination and two iron spans for 
Denver, South Park & Pacific; two iron and three combina- 
tion spans for Hot Springs road; one iron span for Chicago 
& Northwestern; two combination spans for St. Louis & 
San Francisco; iron draw, Osage River, for Missouri Paci- 

| fic; one combination span for Southern Minnesota; four 
combination spans for Atchison, Solomon Valley & Denver; 
| three iron spans for Chicago, Milwaukee & St. Paul; iron 
oes and roof for J. H. Bass, Chicago; iron roof 
| and skylight for Singer -Manufacturing Co. building, Chi- 
|cago, and iron viaduct ‘to carry First avenue, Milwaukee, 
| over Chicago, Milwaukee & St. Paul tracks. 
Sealed proposals will, be received by the trustees of the 
| New York & Brooklyn (East River) Bridge, at their osfice, 
No. 21 Water street, Brooklyn, N. Y., until June 15, for the 
manufacture and delivery—not including erection—of about 
5,800 tons of wrought-iron and steel work required for the 
suspended superstructure of the East River Bridge. Speci- 
fications may be obtained and_plans seen at the engineer’s of- 
fice. 

The contract for a new iron highway bridge over the Mo- 
hawk River at Crescent, N.’ Y., has been awarded to Hutch- 
inson & Shipman, of the New York Bridge Works, for $18,- 
000. The bridge will have 26 spans, ef 44 ft. each. 

The Pheenixville Bridge Works have been awarded the con- 
tract for buildinga new iron bridge over the Schuylkill River 
at Readiag Pa., for the Lebanon Valley Branch of the Phil- 
adelphia & Reading. The bridge will replace the temporary 
| structure in use since the old bridge was burned in the July 
| riots last year. 
| Notes 
| There is only one railroad company in the United States, 
| we believe, which considers itself upright enough to go to 
|church. The Boston, Concord & Montreal holds its annual 





3 | meetings in the Congregational Church at Plymouth, N. H. 


A railroad watchman at Creston, the other day, found a 


x pocket_book containing $10,000, belonging to a cattle ship- 
“4.5 | per. 


He returned the money to its owner, who allowed him 
| the generous reward of $1 for his honesty.—Davenport (Ja.) 
| Gazette. 

| The President of one of the Indianapolis roads recently 


1 | telegraphed to the Superintendent, asking him if he did not, 
*. | as business was so dull, think'the boys would stand another 


|5or 10 per cent. cut. The latter answered: ‘‘ When you 
| made the last cut I discharged most of the single men, and 


Should you make another cut I don’t know what the d 
they would do.”—Indianapolis Journal. 

A small boy fell from an Erie emigrant train near Lanes- 
boro one night last week. When his mother got hold of him 
she took him across her knee and ‘‘ warmed ” him thoroughly. 
| That boy will carry to his grave an unfavorable impression 
| of the men who rescued him.—Port Jervis Gazette. 


1 





| Steam Gauges Clogged. 

The Springfield (Mass.) Republican of May 28, says: ‘‘The 
liabilty of steam gauges to get clogged up was recently well 
illustrated with the Connecticut, Boston & Albany engine. 
The gauge indicated no pressure though fired up to what 
was afterward estimated to be 200 pounds to the square 
inch, when the gauge was found wholly stop up with 
sand. The extraordinary pressure started all the seams, so 
that the boiler had to be heavily caulked, and she is now 
running without lagging to find further leaks. Engineers 
say the ‘‘ Indiana ” biow-up was in all probability due to the 

auge’s getting clogged, thus deceiving the engineer as to 
the amount of steam on. And to this is laid the later crown- 
sheet explosion which shattered the cab and cleaned out the 
tender full of coal as neatly if it had been washed. The en- 
gine gauges are now being generally overhauled.” 


| Quick Work in a Boiler Shop. 


The Jackson (Mich.) Patriot says: ‘“‘ Last Monday John 
McIntyre, with helpers Richard Whalen, Andrew Connor, 
G. W. Updyke and C. M. Rutherford, in the Central boiler 
shops, began on six new boilers to show how fast they could 
do work in that shop. They flanged the twelve inside fire- 
box heads, six front and six back, in twenty-two hours and 
ten minutes, the twenty-four short corners, each requiring a 
separate heat, being made in two hours ten minutes. They 
also flanged the six large outside or back-end heads, which 
had 108 feet of plate, with a nine-inch flange, in twenty-one 
hours. The steel was Cleveland rolled steel, part half-inch 
and part three-eighth inch. This job of boiler-building has 
never been equaled, or if it has, no one seems to have heard 
of it.” 

Prices. 
Pig iron is lower than it has ever been before since there 


was any considerable production in this country, and has 
fallen considerably within afew months. New York quota- 





| tions at the close of last week were $16.50 to $18 per ton for 
| No. 1 foundry, $15.50 to 317 for No. 2, and $14. to $16 


| fine forge. Steel rails, however, keep up, the mills all being 
full of orders for months ahead. Quotations were $43 to 
$44 per ton, which is $4 a ton more than at the beginning of 
the year. As during the same time the price of pig has 
fallen off a dollar or more, the profit in making steel rails 
must have increased materially; and it is said that the 
works sometimes accept lower than current prices for rails 
to be rolled next fall. Iron rails are quoted at $32 to $36 
in the East, and old rails have been sold recently at $17.50. 


OLD AND NEW ROADS. 
Atchison, Topeka. & Santa Fe.—At the annual meet- 
|ing in Topeka, Kan., May 16, resolutions were passed ex- 
| pressing the thanks of the company to D. L. Lakin, who has 
| served as a director from the organization of the company, 
| but this year declined reélection. : 
At a meeting of the board held the same day resolutions 
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| 
were passed thanking Hon. Ginery Twichell, who also de- | 
clined a reélection as director; for his efficient and honorable 
services asa director and for atime President of the com- 

ny. 
Peat another meeting, held May 17, the board passed the 
following resolutions: 

‘* Whereas, The attention of the board having been called 
to the late strike of a portion of the engineers and firemen of 
this company ; 

** Resolved, That the thanks of the board are hereby ten- 
dered to the General Manager, Superintendent and officers 
of the company for the firmness and fidelity with which they 
have maintained the rights of the company in the late strike | 


THE RAILROAD GAZETTE: 


been completed and opened for business, making this branch 
of the road 2544 miles long, from Golden to Central. i 
extension has been in progress for some time, requiring very 
difficult and expensive work in the narrow and rocky cafion 
through which it passes. The new line has some very abrupt 
curves, the sharpest being 179 ft. radius, while the he 


aviest 
grade is 179.5 feet to the mile. Central City is an impor- 
tant mining town. 


Columbus & Bellefontaine.—This company has been 
organized to build a narrow-ga road from Columbus, O., 
west by north to Bellefontaine, about 50 miles. From Belle 
fontaine to Marysville, 22 miles, there isan old graded road- 


This Hon. G. A. Hobart. 
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creditors of this company must prove their claims before 
G. A . Receiver, within four months from May 
20. Failing to do so, they will be barred from the benefits 
of any dividends which may hereafter be declared from the 
estate of the bankrupt corporation. 


Morgan's Louisiana & Texas.—This company has 
ordered 3,000 tons of steel rails and 35,000 ties for the ex- 
tension of the road from Morgan City, La., westward to- 
ward the Sabine River. 


Nashville, Chattanooga & St. Louis.—This com- 
pany’s statement for the ten months of its fiscal year ending 








— April 30 is as follows: 

4 of a portion of the engineers and firemen. bean Mee con Arrangements are being made to “\P' 1877-78. 1876-77. Increase. P.c. 

4 ** Resolved, That the special thanks of the board are ten- or& very soon. Gross earnings............. $1,543,519 $1,386,190 $157,329 11.3 
x dered to the engineers and firemen and other employés who| Connecticut Central.—Last winter this company pro- Expenses .................. 926,894 850,873 76,021 8.9 
3 refused to join in the strike, for their fidelity, and that the | cured from the Connecticut Legislature a special act, author- eeetiiitien Gas “ee ea a 
3 General Manager be requested to convey to them this ap- izing it to make connections with any railroad which it may Interest on bonds.......... 365,100 363.100 3 
3 proval of their action. | cross or join, and requiring such to receive mgers Prin i con ees ea 
¢ ** Resolved, That we express hereby our approval of the | or freight and cars and to exchange business. J my differ- IO 5 «50 cnicsien’ $251,525 $170,217 $81,308 47.8 


ae 








action of our General Manager as expressed in circular No. | 
11 of General Superintendent, April 7, 1878. | 
‘* Resolved, That the thanks of this company be tendered | 
to His Excellency, George T. Anthony, for the promptitude 
and firmness exhibited by him as Governor, in asserting the | 
power of the State by a fearless enforcement of the laws, to | 
protect the property and rights of this company, to secure | 
the safety of travel and trade over the public highways, and 
to preserve the peace of the State when, as lately, threatened | 
by lawless persons attempting by force to control the busi- | 
ness of this company. e has secured the brilliant future of | 
young Kansas, in this assurance, that within her border | 
force is subject to law, and that all are alike subject to and | 
protected by law ” 





ence as to terms is to be settled by a reference to the Rail- 
road Commissioners, but an appeal from their decision is 
allowed to be taken to the Superior Court. 


Connecticut Western.—It is said that the mortgage on 
this road has been found defective in not having been exe- 
cuted before two witnesses, as required by law. The dis- 
covery was accidental, and there is no intention of question- 
ing its validity on account of this technical defect. oo 
cation will be made to the Legislature for a special act 
validating the mortgage. 


Denver & Rio Grande.—The report of the Treasurer, 
Mr. R. F. Weitbrec, gives the following figures for April and 
the four months ending April 30: 











The expenses were 60.05 per cent. of earnings this year, 
against 61.39 per cent. last year. Taxes paid are included 
in expenses. 

The Augusta (Ga.) Chronicle says: “‘ A portion of the as- 
sets of the Georgia Railroad & Banking Company has con- 
sisted of 18,000 shares of the Nashville, Chattanooga & St. 
Louis Railway Company of the par value of $25 per share. 
This stock was originally one-third of that amount, but the 
declaration of stock dividends brought it up to the figures 
above given. Welearn that a few days since this stock was 
sold to Col. E. W. Cole, President of the Nashville, Chatta- 
nooga & St. Louis Railroad for $119,500.” 


New Hampshire Railroad Projects.—Notice has 


. fac ee ‘ , April. Four months. been given of an application to the Legislature for a charter 
Atlant Ic, Mississippi & Ohio.—A_circular from the DE a han wuabkbekens banat vc wee honeie $57 295.49 $184,510.03 fora aeasou-genae pend from the Boston. Concord & Mon- 

London bondholders’ committee says: “ The committee are | Passengers, mail and express........... 23,275.90 74,786.87 treal at Littleton or Bethlehem to the Profile House in the 

informed by their agent in America that the Court has fixed | Miscellaneous.......................+055 201.15 967.00 White Mountains 

October next for hearing the petition of the trustees for a : f at r : sy 

final decree for the sale of the property, and also that the E Total... ........eeeeeee cee cree eens 772.54 — $260,263.90 yd ns l ma tname A ed 9 charter for N rail 
—O : . Sone 3 IE ass aScrs nt ahaa sates anncenaes 7 169,256.18 road from the Gran runk at North Stratford, N. H.. 

Ce ot ee Oe eS ee canis >‘ cammney northward through the towns of Columbia and Colebrook to 

ney-General to do what is necessary to carry out the scheme | Net earni me $33,904.47 $91,007.72 the C: . ‘ r : 

of re-organization proposed by the committee.” | Warnings per mile...................--.. 265,70 856.13 nn line near Canaan, Vt. The distance is about 20 

| Per cent. of expenses................008 58.02 65.10 


Baltimore & Delta.—At a recent meeting of the direc- | 
tors, Chief Engineer Dandridge reported his preliminary | 
survey completed, and that the average cost of grading, | 
masonry and trestle superstructure, per mile, will be $5,000, | 
making for the 45 miles, the distance from Delta to Balti- | 
more, by Long Green, $225,000, to which must be added | 
for bridge superstructure, the sum of $20,000. The report 
of the agents employed to secure the right of way was of | 
an encouraging character. The Chief Engineer was ordered 
to commence the location of the road at Baltimore without | 
delay. A committee was appointed to complete the neces- | 
sary organization in Pennsylvania to cover the short distance | 
from the Maryland line to the Peach Bottom road at Delta. 

Bellefontaine & Northwestern.—This company has | 
been organized to build a narrow-gauge road from Bellefon- | 
taine, O., northwest by way of Wapakoneta and Van Wert 
to the Indiana line in Van Wert County. The distance is 
about 70 miles. 


Earnings on mail and other Government business in o— 
were $4,134.85. For April there was an increase of $31,- 
449.37, or 63.8 per cent., in gross, and of $11,940.48, or 54.3 
per cent., in net earnings. For the four months the gross 
earnings increased 44.1 per cent., and the net earnings 17 
per cent. 

Fort Dodge & Fort Ridgeley.—Track is reported 
laid on this road from Fort Dodge, Ia., northward to Hum- 
boldt, 16 miles. Tracklaying was begun in November last, 
and some 12 miles of the road were laid in 1877. 


Griffin, Monticello & Madison.—The present owners 
of this partly-graded road have, it is said, secured iron 
enough lay the track from Griffin, Ga., eastward, 20 
miles to Indian Springs in Butt County. Work will soon be 
begun, getting out ties and repairing the old grade. 

Indianapolis, Bloomington & Western.—Receiver 
Wright’s April report is as follows: 








Northern Pacitic.—The St. Paul Pioneer-Press says:. 
‘*Mr, James Dilworth, one of the leading directors of the 
Northern Pacific Railroad, has been making a trip westward 
with some friends over that line of road, and has n inves- 
tigating the working of the road. Mr. Dilworth was very 
much dissatisfied with the operation of the running arrange- 


‘ments of the Northern Pacific with the St. Paul & Pacific 


from Sauk Rapids to St. Paul, and found a good deal of com- 

plaint that these arrangements were oppressive to the North- 

ern Pacific, the grounds of which he inquired into.. He was 

so well satisfied that the roads could not operate in harmony, 

and that the terms for running over the branch line were 

too onerous, that he stated his determination at the next 

meeting of the directors to urge the construction of a new 

railroad from Sauk Rapids to St. Paul on the westiside of the: 
river, oe the river at St. Cloud and running through: 
Wright and Hennepin counties via Minneapolis. It is said! 
that the people on that side of the river are very anxious to: 
secure a road, and will give substantial aid to the project.” 


‘ | “IRR EO gee ee a ae eer eee 887.59 

Boston, Concord & Montreal.—This company is hav- = lance, April 1.............-+.sseereeee sere 96n.067 08 i s 
ing surveys made for a branch from a point near Bethlehem, =. 2p onan eden lines iain eat te _102,262.88 Nova Scotia, Nictaux & Atlantic Central.—Work 
N. H., southward along the side of Mount Lafayette to the OE Rah a ee ten ~ eae DO RIT A ees, $206,129,92 has been suspended on this road. The reason given is that 
Profile House in the Franconia Notch. The distance is about | Disbursements.................66000020c0eeeeeecceeeees 138,563.17 the company has asked some additional concessions as to the 


10 miles and three miles of this is already covered by a road 
built some time ago by a lumber company which ownsa large 
tract of woodland near Bethlehem. sides serving the 
summer travel to the mountains this branch would give an 
outlet to a great deal of lumber. 


Boston, Hoosac Tunnel & Western.—Troy (N. Y.) 
yapers state that this company has leased the right from the 
Jelaware & Hudson Canal Company to run passenger cars 
into that company’s depot at Albany and into the Union 
depot in Troy for 20 years, also. to use that company’s 
freight yards on Green Island for the same period. <A track | 
will be laid from Mechanicville toTroy parallel with the | 
Rensselaer & Saratoga road. The Mechanicville bridge will | 
be ready for use early in July. 


Boston & Lowell.—This company was on trial last week | 
at Newburyport, Mass., on an indictment charging it with | 
causing the death of four persons run over by a train on the | 
pier at Salem last August. A number of witnesses testified | 
that the train ran down the pier at a of five or six | 
miles an hour, without using bell or whistle, while others | 
swore that both were used and the train was lighted, and the | 
conductor said that he walked ahead. of the train with his 
lantern in hand. The verdict was against the company, but | 
an appeal was taken, on the ground that this verdict was | 
contrary to the weight of evidence. 
Cairo & St. Louis.—In the suit brought by this company | 
to compel the issue of the bonds voted by Jackson County, | 
ILL, in aid of the road, the Ilinois Circuit Court has decided | 
against the company, holding that the conditions of the sub- | 
scription have not been complied with. The case will be car- | 
ried up to the Supreme Court. 

The officers of the road are trying to secure a share of the 
Southern Illinois fruit traffic, not only to St. Louis, but to 
Chicago. Arrangements have been made with the Chi 
& Alton to take fruit from East St. Louis and carry it 
Chicago on fast time. 


Chicago & Alton.—Contracts are reported let as fol- 
lows between Marshall, Mo., and Kansas City, on the new 
Kansas City Extension: Sections 85-95, H. McPherson, 
Boonville, Mo.; 96-99, Woolley &. Boone, Elgin, Ill. ; 100- 
103, W. A. Doomer & Co.,°Macon, Mo.; 104, F. Liese, 
Lafayette, Mo.; 105-114, Shelby & ° Lilly, Lexington Mo. ; | 








MRDAMOS, MEAG Bo. occ ccccsseccotesess cee: cece $67,566.75 


The receipts were $23,679.16 greater than the disburse- 
ments. 


Keokuk & Des Moines.—A circular from the board, 
after giving notice of the annual meeting to be held June 6, 
for the election of three directors, says: 

“Tt is pro) to elect Mr. David Dows, the Vice-Presi- 
dent of the ‘hicago, Rock Island & Pacific road, as one 
of the three directors to be chosen at said meeting. 

“The board of directors of this company have ratified a 
contract for the lease of its road equipment and other appur- 
tenances in the State of Iowa, to the Chicago, Rock Island & 
Pacific Railroad Company, for the period of 45 years, or to 
the termination of its charter, with an engagement to turn 
over to the lesseesa controlling number of the shares of the 

referred and common capital stock, to be paid for by said 
lessees at the rate of one dollar per share forthe preferred 
stock and 50 cents per share for the common stock, the 
further object being to make the balance of the stock more 
valuable by reason of the association with said lessees. The 
other terms of the lease are mainly these: ; 

‘“‘ All outstanding bonds scrip and past due coupons of this 
company, are to be retired through the Farmers’ Loan & 
Trust Company, of New York, and a new mo will be 
made covering all the fae 6 of the company in the State 
of Iowa, and which will be a first and only lien on.the same 
when the mortgages securing the above issues are canceled. 
The new bonds, amounting in the aggregate to $2,750,000, 
will date from Oct. 1, 1878, and bear interest at 5 per cent. 
per annum, and mature Oct. 1, 1923. The interest to be 
specifically guaranteed and indorsed es the bond by the 
lessees and paid by coupons semi-annually in this city [New 
York). A certain percentage of the gross earnings of our 
road is to be set apart annually, and the surplus thereof 
after 
tributed among the stockholders, according to their respec- 
tive rights. The stockholders will be required to surrender 
for conveyance to the lessees, as herein first stated, 40 per 
cent. of their respective —— of preferred stock, and 60 
per cent. of their respective holdings of common stock. 

“The contract of lease must be rati 
meeting to be held according to this notice, June 6, 1878, by 
a majority of the stockholders and voting bondholders, and 


yment of the interest on the bonds, will be dis: | 


at the annual | 


subsidy which the Nova Scotia Government is not willing to 
grant. 


Ohio & Mississippi.—A Cincinnati dispatch of May 
22 says: ‘‘ The directors of the Ohio & Mississippi Railway 
Company at a special meeting held for the purpose, to-day, 
adopted, unanimously, the recommendation of the com- 
mittee looking to the relief of the company from the floating 
debt and other obligations, and its restoration to the hands 
of the stockholders. It is confidently believed that the pros- 
pect for — — along the line of this road, the large in- 
crease of its local business and the economy of its present 
management with its improved condition, much of the line 
laid with steel rail, will lead to much better results than ever 
before in the history of the road, and, in addition, a large 
increase in through tonnage is looked for. A gratifying ex- 
hibit was made of the net earnings since Jan. 1, being con- 
siderably in excess of the receipts for the same period last 
year. President Parsons, Messrs. W. W. Scarborough, Rob- 
ert Garrett, W. T. McClintick and H. M. Day were appoint- 
ed a committee to carry out the views of the Loard.” 


Pennsylvania.—The April statement for all lines east 
of Pittsburgh and Erie shows for the month: 
TRcrenee im Groes CATMINGE. . 0.62.6. ccsvsccsvcccccccscccese $163,101 
Decrease in expenses 132,640 


UID ih ois baba with sane dexhenecis svcwcessee che $205,741 


For the four months ending April 30, as compared with 
the same period in 1877, the same lines show: 


| Increase in gross ea@rmingS.................ccceeceeeeeeeece $261,523 
200,044 


Decrease in expenses 


IS 5 LSE A ind. cate blsStaadd sekvesedsesksen $561,467 


The lines west of Pittsburgh also show a fair increase this 
year. 


Portland & Ogdensburg.—It is said that this com- 

ny desires to build this year a line of itsown from Fa- 

yan’s to Dalton, N. H., where it now uses the Boston, Con- 
cord & Montreal track, and that it will once more ask the 
Legislature to relieve it from the obligation of building 
through the town of Littleton, as required by its charter. 


Potomac, Fredericksburg & Piedmont.—A circular 


| from this company announces that on May 13 it resumed 
| sole control of 


i ;an id h t he railroad recently operated by the Royal 
115-126, Reed & Taylor, Marshall, Mo.;'127-130, Hackett | it is extremely important that all such ers who cannot | yj and Company. Its general offices will be at Frederic 
& erg nr HLS) Une haey enka Seren, Reena a mid ovng at enka gee arg Va oS 
b © : h = * a | sen eir es ou . sos . 
J. C. Lee, Keokuk, » Sones en SR eee inclosed herewith, to the office of this company. Further 7” — y the ericksburg & Gordons- 


In the old suit to require an account from Samuel J. Til- | 
den and L. H. Meyer as trustees, the answer was lately filed | 
in the United States Circuit Court in Chicago. It is long | 
and recites fully Mr. Tilden’s connection with the road from 


pan 
particulars of the lease may be had by personal application 
at this office.” 


Lehigh & Lackawanna.--Track is 


ville, and track was upon it from Fredericksburg west 


| 18 miles, several years ago, but not operated. In 1876 the 
laid on the | 


Royal Land Company acquired possession, 
gauge to three feet, and extended it to Orange Court House, 
it 38 miles long. The reasons for the present trans- 


i nw an rycen hope ee cad mec eat Gap eam Se 
ssed up to the present time, and say or his en- | Gap to Stroudsburg, 10 miles r, the work is well ad-| Readi Lehigh.—In view of roceedings 
tie Services and expenses for a long period of time as one of | vanced, and it is expected that trains will by to endontine novten ron tide gen stockh no 


bh b ANC ; : 

semteel’ ‘Theaunre ee up asrebutting all rat | July 4. cently weld an info’ mooting, gad i decided tocombine and 
that the money and all securiti r trus| Logansport, Crawfordsville & Southwestern. buy in the road in case of a sale, in order to prevent its pur- 
tees are at the United States Tras Coneny few York of | —Receiver Claybrook reports for April as follows: | chase by the Philadelphia & Reading, which now leases it 


which John A. Stewart, one of the di rs of the railroad | Balance, April 1.............0.cc00cccceeeeecsneceeteeceees $0,421.14 | St. Louis & Southeastern.—Auditor Young’s report 
company, is President. ' Receipts 


fer are not stated. 





TI TAA SS St Bet Bay errey Breve 20,673.22 | for the month of April is as follows; 

Chicago & Illinois River.—On petition of holdersof| —Total.............sececesceeee0s Eb cckinsbalbo aban 094.36 St. Louis Div. _Ky.Div. Tenn Div. Entire Line. 
second-mortgage bonds, the United Benen Cinonit Orort on ineaenais Cai oe aie SS OAT ae cae ie "485,68 | Gross earnings $48,130.47 $26,636.49 $13,173.37 $87,940.33 
Chicago has decided to issue a tem injunction, re- ————._| Expenses ..... 38,956.53 22,632.52 9,997.34 71,586.39 
straining the sale of this road under Scocaained the first | Balance, May 1..........6..000-05 ige'e Tad cdss deste $7,608.68 | Net carnings $0,173.94 $4,003.07 $3,176.03 $16,353.04 
mortgage, until the in petition can be heard on its | hd disbursements were $1,812.46 greater than the re-| p.o. of expens, 81.16 85.18 75.74 81.44 

| oe Com 
} 


pared with Ape. 1877, the entire line shows an in- 
Montclair & Greenwood Lake.—Notice is given mat crease of $12,428.28, or 16.5 per cent., in gross earnings, and 
Chancery Jersey, all | 5 earnings. 


Colorado Central.—The extention of the narrow-gauge | 
| under an order of the Court of of New of $4,959.78, or 48.5 per cent., in net 


line‘ from Black Hawk, Col., to Central City, 414 miles, has | 
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St. Louis, Iron Mountain & Southern.—The new 
and extensive repair shops at De Soto, Mo., are finished, and 
their opening was celebrated May 23 by a procession and 
speeches, followed by a public ball. 


Scioto Valley.—This company is now offering its first- 
mortgage 7 per cent. bonds for sale in New York at 85. The 
total issue authorized is $1,250,000 on the completed line of 
100 miles, from Columbus, O., to Portsmouth. 


Toledo & Ann Arbor.—This company, has completed 
an agreement of consolidation with the Toledo & State Line. 
a company organized for the purpose of building the road 
from the Michigan State line to Toledo, about six miles. The 
necessary articles of consolidation have been filed; the cap- 
ital stock of the consolidated Toledo & Ann Arbor com- 
pany is #450,000. 

The track is now all laid from Toledo, O., a little west of 
north to Ann Arbor, 46 miles, of which six miles are in 
Ohio and 40 in Michigan. The r was originally the To- 
ledo, Ann Arbor & Northern, and a large part of it was 
graded severai years ago. Work was stopped and the pro- 
perty was final: y sold at sheriff’s sale to the present owners, 


who have comy leted it asa narrow-gauge road. Four en- | 


gines have been purchased, and regular trains are to be put 
on the road early in June. It passes through a section of 
country of which no part is more than eight or ten miles 
from some existing road, and it will be entirely dependent 
upon the local business. 


Viroqua — This comeney has filed articles of incorporation 

in Wisconsin to build a railroad about 35 miles long, from 

Viroqua, Monroe County, Wis., northward to Sparta on the 

benny Milwaukee & St. Paul. The capital stock is to be 
400,000. 


Wabash.- -Additional litigation is reported, holders of 
Toledo & Wabash second mortgage and Wabash & Western 
second mortgage bonds having notified the trustees to begin 
ange in foreclosure. The same action has been taken 

»y a holder of Decatur & East Louis first-mortgage bonds, 
but the trustees have taken no steps as yet. 


Wabash & Erie Canal.—In the matter of the sale of 
this canal the United States Court has approved the report 
of the Master in the case, and directed him to retain $15,000 
as a fund to meet certain claims, and to pay out the balance 
of $61,038.13 in his hands as a dividend to the bondholders, 
being about 8.4 per cent. of the principal. 


West River Valley.—Suflicient subscriptions have been 
secured to warrant the beginning of the work, and a survey 
is to be made of the line from Brattleboro, Vt., to London- 
derry. 


ANNUAL REPORTS. 
Boston, Concord & Montreal. 








This company owns a line from Concord, N. H., north by 
west to Woodville (Wells River) and thence northeast to the 
Grand Trunk at Groveton Junction, 145 miles, with a 
branch from Wing Road by Fabyan to Mount Washington, 
22 miles, 167 miles in all. Its 82d annual report covers the 
year ending March 31, 1878. 

The equipment consists of 30 engines; 25 passenger, 2 








drawing-room and 15 mail and baggage cars, and 580 
freight cars. 
The general account is as follows: 
BUSOR (GLO, 71S Oe WH as oe cscs aescctcdacesscenced $1,800,000.00 
Bonds (G15, 195 ner MAN) oacaicccccccscedcvcsccesccccss 2,528,000.00 
Coupons and dividends unclaimed 20,935.89 
EOOes GTS TOR ors cece nk hat ck cece te rtesces 582,413.94 
Total ($29,529 per mille)..........0. seccscececes $4,931,349.83 
Road and extensions ($25,862 per mile). $4,319,000.00 
fuel, materials, Superintendent's bal- 
SOD: 00s cckecsnd ch bs sib Seed Shan Sache 162,991.81 
Trustees of sinking fund... ..... 201,500.00 
Pemigewassett House..............0060 16,000.00 
Cash for coupons, bonds, ete........... 20,287.00 
Cash and bonds on hand................ 211,571.02 
mein — 4,931,349.83 





The bond statement above includes $624,000 sinking-fund 
bonds, of which $422,000 are held by the company or the 
trustees and draw no interest; 8333,000 have been tem- 
porally replaced by notes, which are to be retired through 
the sale of consolidated bonds. The stock consists of $800,- 
000 preferred, $459,600 old and $540,400 new stock. The 
attempt to consolidate it in one class has not been success- 
ful as yet, owing to the unwillingness of some holders to 
exchange and the difficulty of are. 

The earnings for the year were as follows: 


















1877-78. 1876-77. Inc. or Dec. P. c. 

Passengers $257,465.42 $250,295.36 1. $7,170.06 2.9 
Freight... ee 7,270.42 370,849.70 3,579.28 1.0 
Mail, express, ete..... 29,586.36 28,162.75 1. 1,873.61 3.9 
WOORE. |. scancten $654,272.20 $649,307.81 I. $4,964.39 0.8 
Expenses . 453,171.84 457,377.44 D. 4,205.60 0.9 
Net earnings..........$201,100.36 $191,930.37 1. $9,169.99 4.8 
Gross earn, per mile.. 3,917.80 3,935.20 D. 17.40 0.4 
Net % ve Pe 1,204.19 1,163.21 1. 40.98 3.5 
Per cent, of expenses. 69.26 70.44 =D. 1.18 17 

The work done for the year was as follows: 

Train mileage: 1877-78. 1876-77. Inc. or Dee. P.c. 
i Re ey 361,424 372,609 D. 11,185 3.0) 
a ere 829,542 310,125 L. 19417 63 
GOPENOS ..... cas xosnccaceeeee 11,7 20,751 D. 9,087 42.2 

Weta. .iiccciatevensene 702,680 703,485 D. 805 =O.1) 
Passengers carried.......... 220,003 211,689 T.. 8314 3.9) 
Passenger mileage.......... 6,590,094 7,499,539 D.909,445 12.1 
Tons freight carried........ 152,929 126,434 1.. 26,495 21.0 
Tonnage mileage ........... 7,800,604 7,586,019 1T..214,595 28 

Average train load: 

Passengers, number....... é 18.24 20.13 D. 190 94 
Freight, tons ............... 23.67 24.46 D. 0.79 32) 
The traftic last year wa. equivalent to 54 passengers and 


64 tons of freight carried cach way daily over the whole | 


length of road. The local business furnished 145,399  pas- 
sengers and 22,919 tons of freight. 
The income account was as follows: 





Bonds an‘ cash on hand from last report............... $169,518.70 | 
PERG OOM 5 5). « 5:0:4:06000g Gee bee OURR Ce Rema eh Santee Ke hs0e8 201,100.36 
Interest received .. 1... .....cneee es antes palataba din de «oh 7,883.01 
Bonds (consolidated) Sold... 2... ccc cece cee e eee eee ees 91,000.00 
Decrease in balances.........-... CES. ol here 956.12 
Wotelh. cccvcci dc Vena aveicnedans ik aaa caeee $518,458.19 
Coupons and interest paid....... ws eareenlt $145,749.39 
Preferred stock dividends................ 46,971.00 
Mt. Washington Branch........... SRY Ty 91,000.00 
Increase in fuel and supple s.............- 3,679.78 
————_ 287,400.17 
Bond and cash on ha 3d, April 1....... hbetie seks 8 $231,058.02 


Showing a net gain of $26,262.98. During the year 600 
tons of new rails were laid and 578 tons repaired and relaid; 
84,887 new ties were pi: down and 60,000 yards of ballast- 
ing used. One engine was bought and 16 ‘freight cars re- 
built. 


uuilt. 
The old contract with the Southeastern and Passumpsic 





companies has been closed and_ settled uP, and a new con- 
tract made for 10 years from May 1. New contracts have 
been made with the Concord and the Boston & Lowell com- 
panies, which are as satisfactory as could be expected. e- 
lations with the Portland & Ogdensburg are good and that 
err makes prompt monthly settlements for trackage 

ue. 
The report notices appropriately the death of Mr. John E. 

Lyon, for many years President of the company. 

| Georgia. 

| This company ownesa line from Augusta, Ga., to Atlanta, 
| 171 miles ; a branch from Barnett to Washington, 18 miles: 

{a branch from Union Point to Athens, 39 miles, and a 

| branch from Camak to Warrenton, 3 miles, making 231 

| miles in all. Itcontrols and works the Macon and Augusta 

| road, from Warrenton to Macon, 75 miles, but its accounts 

| are stated separately. The report is for the year ending 

| March 31, 

| The equipment owned is 49 engines; 27 passenger, 2 sleep- 

| ing and 13 baggage and mail cars; 517 box, 34 stock, 57 
coal, 112 platform and 26 caboose cars; 1 pay, 2 wood and 

21 shanty cars. One engine was broken up and two more 

| bought during the year. 

| The Cashier's statement (condensed) is as follows: 

| Stock ($18,182 per mile) Doi sd sane hae eee $4,200,000.00 
Profit and loss -- : 919,626.95 

| Income of road.......... m 
Interest on investments..... 


"'$1,148,053.77 
54,968.75 


_ 


203,022.52 
211,063.78 
921,500.00 

34,033.28 
71,000.00 
77,673.43 


Bond redemption account. ... 
, Com ones onds ($3,989 per mile) 
| Dividends unclaimed 


Macon & Augusta R. R..... 


Bank notes and change bills... 


7 637,919.96 


| ME. oiacs vase ; ie aie iene 
| Road and real estate ($18,674 per 
ain sia ncn csret aie’) cons ¢ 5002 $4,313,593,18 
| Material..... ee 46,770.25 


833,431.05 
65,037.43 
1,281,321.15 
361,005.81 
550,916.04 
185,845.05 


PUR ORMOMROR.. <5 cecccesccn<s 
Interest and legal expenses 

Stocks and bonds owned Tee 
Western R. R. of Alabama, purchase 
Coupon accounts, guarantecd bonds.. 
Cash, bills receivable, etc. 





7,637,919.96 
The bonds outstanding were increased $391,500, the pro- 
ceeds being used in purchase of Port Royal bonds indorsed 
by the company, of which $397,000 are now held. 
The earnings for the year were as follows: 





1877-78. 1876-77. Inc. or Dee. P.C. 

Passage........ $191.896.15 $194,280.76 D. $2,384.61 1.2 
Freight 793,151.54 919,641.88 D. 126,490.34 13.8 
eee 28,664.92 29,205.60 D. 540.68 19 
Total....... $1,013,712.61 $1,143,128.24 D. $129,415.63 11.3 
Expenses...... 727,700.45 643,110.30 I. 84,590.15 13.2 


Net earnings... $286,012.16 ~ $500,017.94 D. $214,005.78 


Gross earnings 


per mile..... 4,388.37 4,948.61 D. 560.24 11.3 
Net earnings 

per mile..... 1,238.15 2,164.58 D. 926.41 42.8 
Per ct. of exps. 71.50 56.26 1. 15.24 27.1 


Expenses were increased by accidental damages and by 
unusual expenditures for steel rails. Business suffered by 
diversion of traffic to Savannah, which had been driven 
away from that city by the yellow fever tne year before, 
and especialy by the opening of the Northeastern road to 
Athens, which has not only taken away business but has re- 
duced rates on a large local traffic, which formerly went en- 
tirely to the Georgia road. Some statements of traffic are 
as follows: 

1877-78. 


1876-77. Decrease. P. c. 





Engine mileage...... = 1,147,383 1,162.2 14,917 1.3 
| Bales cotton carried. . . 220,540 272,602 52,062 19.1 
| Bushels grain....... ....... 1,480,505 1,667,529 187,024 11.2 
Rey 122,034 149,460 27,426 18.¢ 
| Tons fertilizers..... 36,190 37,708 1,538 4.1 


Superintendent Johnson in his report urges the need of a 
| larger traftic and believes that efforts should be made to se- 
cure a larger through business from the West. 

There were used in renewals 704 tons of iron and 1,998 
tons of steel rails‘and 87,590 new ties. The road is in good 
condition. Much attention has been given to the water sup- 
ply, and some changes have been made by which it has been 
much improved. A trial made with wire fence has proved 
successful. 


| 





the Port Royal guarantee. The company now owns or 
controls nearly all the guaranteed bonds. 











MACON & AUGUSTA. 
| The earnings for the year were as follows: 
1877-78 1876-77. Inc. or Dee. P. c. 
Freight.... . ....$67,697.78 $90685.50 D. $22,987.72 25.3 
Passengers.... .... 28,004.78 21,693.91 L. 6,310.87 29.1 
a 4,085,224 3,950.04 L. 135.20 3.4 
| Total........ $99.787.80 $116,329.45 D. $16,541.65 14.2 
| Expenses. ... 104,607.96 98,040.15 L.. 6,567.81 6.7 
| <a 7 = =e — 
| Deficit or net. $4,820.16 $18,280.90. ... «2.05 edt cattile 
| Gross earn. perm. — 1,330.51 1,551.06 D. $220.55 14.2 
[Net * ch seis 243.86... fae SS 
Per cent. of exps 104,83 84.28 L. 20.55 24.4 


| The loss in earnings was chiefly from diversion of business 
; to Savannah. The expenses were increased by heavy re- 
| newals of bridges and trestles, which had to be made. 


Utica & Black River. 
| This company owns aline from Utica, N. Y., northward 
| to Philadelphia, 87 miles. It leases the Philadelphia & Mor- 
| ristown road, which extends the main line northward to 
| Morristown, on the St. Lawrence, 37 miles; the Carthage, 
Watertown & Sackett’s Harbor, a branch from Carthage to 
Sackett’s Harbor, 30 miles, and the Clayton & Theresa, a 
branch from Theresa to Clayton, 16 miles, making 170 miles 
in all, An extension from Morristown to Ogdensburg, 10 
miles, is now being built. 

The equipment owned consists of 18 locomotives, 19 pass- 
enger and 9 baggage cars and 210 freight cars. 

t the close of the last fiscal year, Sept. 30, 1877, the gen- 

' eral balance sheet was as follows : 








Stock ($20,365 per mile)... $1,771, 720.00 
Bonds ($12,872 per mile). . 1,112,000.00 
Sundry accounts..... 605.5 
Surplus fund....... 128,228.08 
Total ($35,282 per mile) .. Sree $3,069,553.58 
Road and equinment ($31,968 per mile) $2,781,178.38 
Leased lines, securities and advances 250,086.59 
Accounts and balances......... 5,972.27 
OIE visas coe : 32,316.34 
— — 3,069,553.58 





The rental paid for the Clayton & Theresa and the Black 
River & Morristown is the interest on the bonds; for the 
Carthage, Watertown & Sackett’s Harbor, 374g per cent. 
of the earnings. The Black River & Morristown road cost 
= of which $500,000 has been repaid by issue of 

mn 


President King’s report is chiefly taken up by a defense of | 


The work done was as follows: 





Train mileage: 1876-77 1875-76. Inc. or Dec. P.c 
Passenger 230,533 260,508 D. 29,975 11.5 
Freight 109,941 94,236 L. 15,705 16.7 

Total... 354,744 D. 14,270 4.0 
Passengers carried 245,715 D, 24,127 9.8 
Passenger mileage. ........5,35 >,792,703 D.456,458 7.9 
Tons freight carried 104,698 D. 3,921 3.7 
Tonnage mileage............ 5,065,167 5,150,374 D. 85.207 1.7 

Average train load: 

Passengers, No........ .... 23.15 22.20 L.. 0.85 40 
Prekeent, tome ....6...0.s0000: 46.07 54.65 D. 8.58 15.7 


This traffic was equivalent to 43 passengers and 41 tons of 
freight carried each way daily over the whole length of 
road. There was a decrease in local and an increase in 
through and pleasure travel. The loss of tonnage was in 
merchandise and manufactured articles. 

The earnings for the year were as follows: 








1876-77. 1875-76. Inc. or Dec. Pic 
Passengers . $185,109.03 ise eaeh : 
Freight. . eee 246,750.50 
Other sources....... 21,717.54 ae _ : 
Total .. .. $453,576.87 $481,673.31 D.$28,096.44 5.8 
Expenses . 233,566.02 287,968.95 1). 54,402.93 18.9 


...$220,010.85 





Net earnings. .. $193,704.36 


1. $26. 
dD. 


Gross earn per mile. 2,668.10 2901.65 233.55 
Ne * ae 1,294.18 1,166.89 I. 127.29 10.9 
Per cent. of exps... 51.50 59.78 D. 828 13.9 


—— » 


The average mileage worked in 1875-76 was 166 miles. 
The income account is as follows: 


ere ar rere . .§220,010.85 
Rents, interest, insurance, etc... . : 13,777.43 
Balance from previous year.... 148,811.36 





Total.. Aiea tenes aoa be B Sie sa aoe cane $382,599.64 
Interest on bonds. ................... . $77,840.00 
Rentals.... 65,988.47 
Interest, ete 4,032.59 
Dividends, 6 per cent.... 


106,248.00 


254,109.06 








Balance to new account................ ... $128,490.58 
The dividends paid exceeded the amount earned during the 
year, but were really fully earned, as they covered a period 
of 14 months. The decrease in expenses was partly apparent 
only, owing to heavy purchases of fuel in 1876 for future use. 
The road has suffered from general depression of business, 
from competition and from the prostration of the lumber 
trade. An improvement is looked for from the extension to 
Ogdensburg, which will complete the work of extension and 
new construction. 


Keokuk & Des Moines. 


This company owns a line from Keokuk, Ia., northwest to 
Des Moines, 161 miles. It was formerly part of the Des 
Moines Valley road, and was acquired by the present own- 
ers through foreclosure. of mortgage. The latest report is 
for the year ending March 31, 1878. 


The equipment consists of 18 locomotives, 10 passenger, 2 
sleeping, 2 combination, 1 smoking and 5 baggage and mail 


cars ; 202 box, 100 stock, 84 coal, 48 flat and 10 way cars ; 
8 tool, 2 boarding, 1 wrecking, 1 pile-driver and 68 other 
service cars. Two passenger, 2 combination and 1 baggage 
and mail car were bought during the year. 

The liabilities and assets are as follows - 


Common stock . .$2,400,000.00 


RCI WNG eS Sao So ES -.. 1,524,600.00 

Total stock ($24,376 per mile). _. .$3,924,600.00 
Bonds ($16,645 per mile)............... . 2,679,869.00 
Bills payable, accounts and balances.............. 144,048.46 


Coupons not funded 


Total ($42,044 per mile) 
Road and equipment ($40,168 per mile 
Reserve account, first-mortgage bonds. 
Cash, materials, balances due 


20,531.00 


we sees eves. ++. $6,769,048.46 
).$6,467,090.46 
220,000.00 
81,958.00 
—_—_————. 6, 769,048.46 
There was $112,740.80 added to construction account 
chiefly for the new bridge and station at Des Moines and for 
renewals of track. The funded debt was increased $145,600 
by funding the coupons due Oct. 1, 1877 and April 1, 1878, 
with some past due coupons. No bonds have been sold, but 
$101,000 of those in the reserve are pledged as security for 
$50,500 bills payable. 
The earnings for the year were as follows: 








1877-78. 1876-77. Inc. or Dee. P.c. 
Passenger . $182,653.68 $186,558.15 D. $3,904.47 2.1 
Freight........ ..... 350,651.21 354,035.76 D. 3,384. 1.0 
Express and maiis.. 24,866.27 24,891.85 0.1 
Trackage, etc.... 18,070.62 16,513.67 9.4 
Total .$576,241.78 $581,999.43 1.0 
Expenses . 429,072.26 411,556.16 4.3 
Net earnings.... ...$147,169.52 $170,443.27 D. $23,273.75 13.7 
Gross earnings per 
mile. es 3,579.14 3,614.90 D. 35.76 1.0 
Net earnings per 
mile... < 914.10 1,058.65 D. 144.55 13.7 
Per cent. of ex- 
penses. att 74.46 70.70 1, 3.76 53 
The net earnings were about 514 per cent. on the fund 
debt. There was a considerable loss in passenger business, 


and freight failed to revive, owing to the partial loss of the 
corn crop. Expenses were increased by heavy repairs to 
equipment and by an accident causing loss of equipment and 
other damages. 

The work done was as follows: 














Train mileage: 1877-78. Inc. or Dee. P.c. 
Passenger. 207,572 4198 21 
Freight 195,179 lL 7,78 41 

| Ce ; 402,751 390,821 I. 11,930 3.1 
Locomotive mileage... . 603,725 615,322 D. 11,597 1.9 
Passengers carried ..... 167,186 194,240 D. 27.054 13.9 
Passenger mileage, .... 783,938 6,47: 9 D.689,231 10.6 
Tons freight carried 200,510 196,756 I. 3,754 19 
Tonnage mileage.... .16,491,129 15.874.149 [. 616,980 3.9 

Average train load: 

Passengers, No......... : 27.86 31.83 D. 3.97 12.5 
Freight, tons........ re 84.48 84.71 D. 0.23 O38 


Average receipt: 
Per passenger sal mile 
Per ton per mile......... D.0.11 * 

The traftic was equivalent to 49 passengers and 140 tons 
of freight carried each way daily over the whole length of 
the road. The chief items of freight were grain, lumber, 
coal and ice. 

The company was unablé, on account of the small net 
earnings, to resume payment of interest as hoped for. Some 
improvement may be looked for this year from the repeal of 
the law peepee Bea rates in Iowa. The assessment on 
the road has also n reduced so that there will be a saving 
in taxes paid. 

During the year 1,005 new steel rails and 49,830 ties were 
laid. Extensive repairs were made to buildings and fences, 
and the equipment much improved. 

The board recommends the ratification of the lease of the 
road to the Chicago, Rock Island & Pacific. As noted else- 
where, the lease provides for the transfer of a controlling 
interest in the stock to the lessee, and the funding all the 
debt in new consolidated bonds. 
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